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ABSTRACT
With recent changes in social policies, such as welfare reform, the poor in this nation are getting
poorer and struggling desperately to survive. Poor people are increasingly hemmed into poor
neighborhoods with everything that entails; poor schools, street violence, lack of accessible jobs
and all the rests. Families that once depended on government assistance programs to get by are
seeing these resources dwindle. Many are forced to enter the workforce in a time where lower
skilled jobs are moving away from inner-cities and jobs that pay enough to support a family are a
rare commodity. It is these turbulent waters that our nation's poor are forced to tread as policy
makers grapple with budget issues and political discontent. With the stage set for the transition
from welfare to "workfare", how will America's low-income communities survive? Increasingly
jobs are moving to the suburbs drawn by cheap and seemingly endless amount of land to be had.
Where the 60's and 70's saw a commute from the suburbs to the job rich center cities the 90's
have seen an increasing "reverse commute" - in an effort to seek employment or get to a job
more and more people are commuting from the city to the suburbs. The gradual separation of
low-income people and the jobs they are most qualified for without transit improvements further
supports the growth and perpetual existence of a spatial mismatch. In addition to locational
based mismatch there exists an overlooked element of poverty that leave many literally stranded
without access to employment and other social/civic needs. For a segment of the population that
is dependent on transit there are elements within transit systems that hinder or constrain a
person's mobility and accessibility rather than increasing it. The journey of life with out welfare
begins with each token being dropped into a collection box as mothers begin their arduous
journey from home to child-care and then to work. Solving the transportation hurdle is a critical
part of moving people from welfare to work and from poverty and "dependency" to self-
sufficiency.
Thesis Supervisor: Qing Shen
Title: Mitsui Assistant Professor of Urban Studies and Planning
A CRONYM S:
ADC Aid to Dependent Children
AFDC Aid to Families With Dependent Children
DTA Department of Transitional Assistance
EITC Earned Income Tax Credit
FSA Family Support Act
HHS Department of Health and Human Services
JOBS Job Opportunities and Basic Skills Training
SPED Single Parent Employment Demonstration
TANF Temporary Assistance for Needy Families
MBTA Massachusetts Bay Transit Authority
WRTA Worcester Regional Transit Authority
DOT Department of Transportation
RTA Regional Transit Authority
WINN Winn Management Company
USDOC United States Department of the Census
TCB The Community Builders
Chaptir
INTRODUCTION:
TRANSPORTATION AND WELFARE REFORM-
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1.1 An Issue Overlooked:Since the founding of this country lower income communities have taken a back seat to
more affluent areas in terms of social and civil services (Caro, 1975). In many cities and
towns these communities emerge as physically isolated and desolate areas of extreme
poverty historically "redlined" by both economic support and social/civil services. Shadowed by
the sky scrappers and mansions of wealth and prosperity blocks or miles away (a result of
suburban sprawl) these lower-income areas are disproportionately effected by national policy
decisions and local shifts in services. These areas tend to have higher unemployment rates then
the rest of the city or town and a lower median family income. At first glance people will site a
lack of employment opportunities as a cause of high unemployment, but this issue seen with
closer scrutiny paints a different picture - the availability of jobs is only a minute ingredient in
the recipe of urban poverty. There are far too many issues surrounding urban poverty to look at
in close detail for the purpose of this thesis, so I have chosen one issue that is becoming of
increasing concern with the recent welfare reform legislation - transportation insufficiency and
job accessibility.
As cities and towns move from welfare to "workfare" they will have to deal with mobility issues
in often transit isolated lower income areas. Jobs have moved to the suburbs and employees will
have to travel these extra distances to conform to work requirements of welfare reform. More
obvious issues like job placement and childcare often obscure the role transportation plays in the
welfare reform debate. One cause of economic isolation among lower income area residents is
poor access to means of transportation. Welfare to work initiatives assumes that there are
adequate modes of transportation to access the believed universe of job opportunities and
training courses. However, the access and mobility in urban areas is a growing problem. The
difficulty that lower income people have in finding and commuting to suburban jobs is an issue
widely talked about by policy makers given the recent changes in the welfare system.
1.2 Purpose
This paper is directed towards understanding the transit issues facing lower-income communities,
as the current welfare legislation requires former recipients to enter the work force. Each year
more and more people will look for employment as they transcend from the welfare roles to the
labor market. As these people and lower-income people in general enter the labor market they
will face increasing barriers that will hinder and in the worst case halt their progress towards self-
sufficiency. Inefficient transportation systems appear to be the latest obstacle for lower-income
people seeking employment and self-sufficiency. My research will analyze the effectiveness of
the transportation system as it relates to the needs of lower-income people in two Massachusetts
communities. This research project will shed light on some of the overlooked problems
associated with getting to work and in particular the impact of transportation insufficiencies. The
costs and time associated with getting to a job in the suburbs from a lower income community
where the transit system may not cater to the needs of the people can be overwhelming.
1.3 Background
The social safety net for low-income families has been removed with the passing of welfare
reform legislation. The Personal Responsibility and Work Opportunity Reconciliation Act of
1996 (P.L. 104-193) ended the individual entitlement to welfare benefits established by the
Social Security Act in 1935. Under the new legislation, welfare benefits are time limited and
recipients are required to participate in work and or work-related activities (community service
and job training). Moreover, the new law requires states to have a minimum percentage of their
caseload participating in work or work-related activities to avoid a financial penalty. Even
before passage of the act, many were experimenting with ways to increase participation in work
by reforming their welfare programs through waivers of Aid to Families with Dependent
Children (AFDC) program rules, which allowed them to try innovative approaches beyond the
rules. When faced with the stringent requirements of the current welfare reform legislation,
many will make a relatively smooth transition from welfare to work, but others will experience
some degree of turbulence. There will be people who do not have the educational skills to gain
employment with family supporting wages and others who have the skills but simply can't get to
work (for whatever reason).
1.4 Work Isn't Easy: The Barriers to Employment
As policy pushes welfare recipients into the labor force,
towards a work first mind set, there will be many who fall A Tansition To Work First..
0 1967 Work Incentive Program -victim to unforeseeable or overlooked elements of formally introduced the idea that
circumstances based on particular situations. In the past, single mothers who did not have
circmstaces asedon prticlarresponsibility for caring for pre-
welfare policy articulated the need for income security, school children should be expected
to work
today work is stressed with the goal of complete self- * Family Support Act of 1988 (FSA) -
required states to actively engage
sufficiency as the only end. Welfare recipients, like many an increasing proportion of the
non-welfare families, experience a broad range of eDcaoad ni activities
situations/circumstances that make employment difficult through Job Opportunities andBasic Skills (JOBS) training
(if not impossible). The Work Incentive program in 1967 program.
* 1997 Welfare Reform: Temporary
introduced the idea that single mothers who did not have Assistance to Needy Families -
requires recipients to work to
responsibility for caring for pre-school aged children receive benefits.
should be expected to work. Today the work requirements are much stricter and require
recipients to work or risk penalties. Going from welfare to "workfare" is not easy. There are both
personal and family challenges that will hinder a welfare recipient's progress towards a
productive and successful and ultimately self-sufficiency.
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Barriers to Employment
1. Physical disabilities and/or health limitations
2. Mental health problems
3. Health or behavioral problems of childrenf
4. Substance abuse;
r. Domestic violence,
6. Housing instability,
7. Physical access to employment (transportation insufficiencies)
8. and low basic skills or learning disabilities.
There are approximately eight barriers' or obstacles lower income people and welfare recipients
must face when seeking and trying to sustain employment. The transition from welfare to work
is severely hampered when a recipient is faced with personal and/or family problems. These
difficulties, which can include: physical and mental health conditions, child health or behavioral
problems, chemical dependency, family violence, housing instability, and low basic skills or
learning disabilities, act as potential obstacles to employment. Mental health or substance abuse
problems may prevent recipients from being able to undertake tasks necessary to find
employment. Physical disabilities and/or health limitations may affect welfare recipients' ability
to work in several ways. In some cases health conditions may physically keep a person from
working. In other cases the health limitations of a child may require a parent to spend extended
time at home or at the doctors, reducing their employability because of their irregular work
patterns. Health problems prevent as many as 15% to 20% of AFDC recipients from entering the
work force (Burtless, 1997). Housing instability may prevent people from looking for and
gaining employment. Recipients who are homeless may find it impossible to search for housing
and sustain employment at the same time (Olson and Pavetti, 1996). Others may be limited by
not having a telephone number or stable address where an employer can reach them. Low skills
or the presence of a learning disability is synonymous with a life of poverty and "failure".
Recipients with low skills generally can only qualify entry level positions, jobs that tend to offer
low pay, irregular hours, and few benefits (if any). For many welfare recipients it is a better
option financially not to work. The low self-esteem produced by continued failure, discontent
and poverty often lead to a fear of work and of overall "change". It is extremely difficult for
recipients who are certain they will fail at any attempts to make it on their own to take the first
step towards self-sufficiency.
Each of these situations by itself is enough to pose a severe threat to the success and or progress
of people seeking employment. However, this paper focuses solely on the issues surrounding
transportation. Transportation plays a major role in securing a community's ability to provide
services and allowing residents access events and employment. It is an integral tool in the
process of creating socially just and ecologically sustainable communities. Regardless of the
11 note that there may be additional obstacles according to personal circumstances and other conditions, but for the
work-limiting situation, many families will be forced to cope with entering a labor force that they
may not necessarily be prepared for. Whether a particular issue prevents, limits or does not affect
an individual's employment potential depends upon the interplay of this issue with her other
personal characteristics and life circumstances.
1.5 Issues in Transportation
City transit is often a complex mix of highways, roads, subways and railways, while suburban
transit is often smaller in stature and services fewer areas. Public transportation in the suburbs is
no where as extensive as it is in the city and this poses a big problem for those traveling from the
inner city to the suburbs. Despite the fact that center city areas are rich with transit lines there
still exists a sense of isolation and lack of opportunity.
In 1990, half of the households in urban areas were located within one-quarter
mile of transit route, close enough for most people to walk. Transit, however, has
had a hard time keeping up with the changing spatial distribution of
opportunities, particularly job sites. Many poor people in central cities have very
limited access to employment opportunities in the distant suburbs, the location of
much new employment growth, including entry-level jobs. Insufficient
transportation options are part of the explanation, as many urban poor people do
not have cars and public transit stops are often lacking near suburban job
locations. This will present a transportation challenge for many welfare
recipients in central-city areas who will soon need employment due to changes in
federal and state welfare programs.2
Dense center city areas appear to be rich with transit opportunities, but where do these lines go?
And do they serve everyone (transit riders) adequately and equally? Are they cost and time
effective? With rails and buses penetrating from almost every angle, urban areas should not have
any transit woes to talk about, but sadly they do. The quantity of transit (i.e. number of lines or
routes) and proximity to transit does not always equal an efficient or effective transit system. In
the urban centers and lower income neighborhoods lives the "transit disadvantaged" 3. These are
people unable to access basic institutions, jobs, or services due to the "insufficiencies" of
transportation systems. For this population transit may restrict their movement and limit their
purpose of this research I have only briefly focused on the most common barriers to employment.
US Department of Transportation "Transportation Statistics Annual Report 1997"
3 Mtangulizi Sanyika and James Head of the National Economic Development and Law Center coined the term
"transportation disadvantaged".
capacity to gain employment. They are the transportation disadvantaged because they are at the
mercy of transit systems that tend not to cater to their trip patterns.
1.6 Methodology:
It is difficult to define and measure the prevalence of these circumstances and their impact on
employment, but I will attempt to highlight the limitations of transit service on the lower income
population in the Boston Metropolitan
area. Whether a particular issue
prevents, limits or does not affect an
individual's employment potential
depends upon the interplay of this issue
with her/his other personal characteristics
and life circumstances. While across a
population, the existence of personal trait
issues will have a negative affect on the
probability of working and/or receiving a
family supporting wage rate, it will not
represent a barrier for all individuals. Not all of the circumstances that can affect employment
can be adequately measured by large surveys and research (depression, low self-esteem and the
existence of domestic violence and its psychological impacts are a few examples), but with my
research I hope to bring to light one key element the affects employment - inefficiencies in
transportation. This thesis seeks to explain the issue of spatial mismatch between lower income
people and their access to employment. I will use three primary data sources to argue my main
point that transportation plays a key role in the socioeconomic conditions of lower income people
and is a barrier to work. First I will explore the issues of barriers to employment to acknowledge
the hurdles lower income people must overcome to gain employment. One of these hurdles is
transportation access. Next I probe into the issues of access and mobility, the foundation of
transportation, to display their effects on the movement and transportation patterns of lower
income people. Access and mobility are key indicators on how effective a transportation system
Figure 3
The Questions:
Primary Research Ouestion:
* What role does transportation play in job accessibility
of lower income people in the suburbs and the inner
city?
Secondary Ouestions:
* What are the transportation needs and concerns of lower
income people as jobs increasingly move to the suburbs
far from the central city and its complex public
transportation networks?
" Does the current transportation system meet the needs of
low-income people seeking employment?
" How will the current welfare legislation affect the transit
needs of lower income people?
truly is. Lastly, survey data (explained below) of lower income people in two Massachusetts
communities is used to support my claims of spatial mismatch and transportation inequalities.
1.7 The Survey
In an effort to gain empirical and practical data on the subject matter, access to employment
among lower income people, a series of group surveys were conducted. The questionnaire
contained a series of open-ended and close-ended questions focused on transportation and job
accessibility. This format was chosen because of the relative inaccessibility of data pertaining to
individual income, a key component of my research. How this access problem was alleviated is
explained further below.
To fully assess the impact and importance of transportation on access to employment among the
poor it was important that a sample was chosen that best represented the transit situations that
low income people face. Lower income people and welfare recipients live in suburban,
center/inner-city (urban) and rural areas and each have different transit needs and access to
transit. The survey matrix is designed to reach all levels of spatial relationships experienced by
lower income people, with the exception of the rural 4 poor. Sites were chosen based on two
critical factors5, their geographic location (urban/inner-city or suburban) and their access to
transit (poor access6 or good access7). With geographic location as the field and access to transit
as a condition, four sites were broadly selected. These include, a suburban location with limited
access to transit, a urban location with good access to transit, a suburban location with good
access to transit and an urban location with limited access to transit. The survey was
administered in a group format to alleviate any potential problems associated with the different
educational attainment of the respondents. I was able to answer any question participants had in
regards to wording or format.
4 Although this group also contributes to the spatial mismatch argument, for the purpose of this research they are left
out and only referred to in generalizations. I acknowledge the fact that their situation is common to inner-city poor,
but it was not feasible to hold survey groups because I did not have access to a concentrated number rural poor.
5 See figure above.
6 Poor Access: The definition of "poor" access is loosely defined, but primarily rests on the criteria that the site must
be relatively isolated and have limited transit services within walking distance.
7 Good Access: The definition of "good" access is also loosely defined to include, but not limited to, areas with
major transit systems within walking distance and a number of transit options.
Each survey group8 consisted of 12 to 25 people with different ethnic and economic
backgrounds. The target population for this research project was lower income/welfare
recipients in Massachusetts. To organize the survey groups I relied on the support of two
organizations that focus in affordable housing development and management, Winn Management
Company (WINN) and The Community Builders Inc (TCB). Both TCB and WINN develop and
manage properties constructed to house people of every economic background. These two
housing providers were sought to insure that there would be an adequate sample size and one that
reflected the population this research paper is most concerned with - welfare recipients and those
lower income people currently employed or looking for employment. These two organizations
were contacted and then a list of possible sites was produced. From that list I eliminated certain
developments based on the criteria describe above and then attempted to contact the remaining
sites. After speaking with project managers and resident service coordinators letters 9 requesting
that a survey group be held at the site were sent out. In addition to this letter, the contact person
at the different developments received a full description of my research project, the survey
instrument 0 , and a generic flyer advertising the survey group". Upon the acceptance of the
research proposal a date and time for the survey group to be held was negotiated. To insure that
the sample was representative of the resident population, sign up-sheets were posted around the
developments (in the key common areas) and flyers were distributed. The first 15 to 25 people
that signed the list and came to the survey group site were given the questionnaire. Participants
in the survey group were paid a $10 in cash for completing the questionnaire.
The survey format was used because of the relatively inaccessibility of data pertaining to
individual income status. Because income is confidential information, the property
management agency eliminated residents that did not receive any income based public assistance
and/or did not meet the necessary income requirement to be for low-income status. Participants
were able to answer personal questions at there own discretion. The instrument was available in
8 A survey group consists of a group of people in one location individually participating in a survey.
9 See Appendix I
1 See Appendix H
" See Appendix J
both English and Spanish - the two most common languages spoken in my study areas. The
questionnaire consisted of a series of open ended and multiple choice questions focused on
transportation and job accessibility. Present at the survey group were, welfare recipients, the
working poor, people looking for jobs and those who seemingly gave up on looking for
employment for there own reasons.
Efforts to provide greater employment opportunities will equate to an increased demand for
transportation to jobs, training and childcare. The Family Support Act has already acknowledge
transportation and child care as logistical barriers preventing recipients from working, but
minimal work has been done to lessen these strains on welfare recipients and the lower income.
12 Data on income is usually a product of the Census or different Departments of Transitional Assistance. It is
virtually impossible to pinpoint income data with people unless you work for an agency.
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Life Before TANF
The Road to Reform
Reform 95'
Delineation of the Welfare Recipient
Selected Characteristics
"The public is much more comfortable giving assistance for
something in return," she said. "Sixty years ago, the exchange
was, "Raise your children well and we will give you funding.'In
the '90s, it's less clear what the exchange is. Those tensions have
implications for where we are now."
Berrick. University of California. Berkeley
2.1 Life Before TANF:
A Brief History of Welfare in AmericaFor years Americans have had a love/hate relationship with welfare programs. Those
who argued on behalf of hate won the debate and now traditional welfare has come to
an end. To understand the changes brought by the new welfare reform legislation, the
Personal Responsibility and Work Opportunity Reconciliation Act", it is necessary to describe
what it replaces. Pre-TANF (Temporary Assistance to Needy Families) policy was based on four
principal social assistance programs installed at different times with different objectives and
administrative arrangements (Haveman and Wolfe, 1998).
The most noted social assistance program, Aid to Families with Dependent Children (AFDC),14
provided cash assistance to poor families with children headed by a single parent or guardian. It
was established in 193515 as a federal program to provide funds to states with needy children
who "have been deprived of parental support or care"(Haveman and Wolfe, 1998). To obtain
AFDC16 support, needy families had to apply in person and provide a girth of detailed
information on family arrangements, available economic resources and document that no second
adult capable of providing cash support and legally responsible for the children resided in the
household. By 1994 AFDC reached an unpredictable summit - AFDC provided cash assistance
conditioned on family size to about 14 million people in 5.1 million families17 (Haveman and
Wolf, 1998). Reform was inevitable.
In 1960 the federal government created the Food Stamp program, the second element of the pre-
TANF system, as a food relief program. By 1975 it had become a nationwide program that
13 The main component of this new legislation is Temporary Assistance to Needy Families (TANF). I will often use
the term TANF to refer to the new legislation.14 AFDC is the program most commonly used to aid people described as being "on welfare," although the design of
welfare (in America) dates back to the turn of the century, when states developed programs to aid poor children
without going to the extreme of institutionalizing them.
15 At the time AFDC was actually referred to as ADC (Aid to Dependent Children). The program was coined AFDC
(Aid to Families with Dependent Children) in 1962 to reflect the concerns that the programs eligibility requirements
discouraged marriage.
16 The federal government set the outline for the AFDC program, but states determined the eligibility and benefit
levels.
17 At the time 5.1 million families equaled about 5.5 percent of the nation's population.
offered food vouchers 1 administered by local AFDC offices but funded by the federal
government. In 1995 10% of the nations population (about 27 million people) received Food
Stamp benefits, pushing the cost of the program to approximately 26 billion dollars.
The Medicaid program is the third social assistance program providing support for the
impoverished in America. It began as a series of medical assistance programs in the 1960s that
were eventually brought together in one program in 1970. Although Medicare eligibility differs
from state to state, it generally provides medical assistance19 for poor children, single mothers
who receive AFDC benefits, and pregnant women.
The final pre-TANF program is the Earned Income Tax Credit (EITC), enacted in 1975. The
EITC is financed by the federal government and is administered through the annual personal
income tax. EITCs are primarily targeted towards low-income2o people with children, but it is
also available to all low-income working taxpayers. The credit is determined by a schedule that
subsidizes incremental annual earnings at a given percent rate up to about $8,500 for a family
with two children. After filing a tax return, which records income and tax liabilities for the
previous year, the credit is refundable or available to the taxpayer.
These four pre-TANF programs all sought to assist the poor and needy tread the waters of
poverty and socioeconomic isolation. While these programs adhered to the general goals (aiding
children) of the original 1935 policy, they also individually restructured the generic profile of the
welfare recipient. This new profile reflected the social concerns of the time and the conditions of
overall poverty. Although these programs still focused on providing assistance to the needy, the
characteristics of the "needy" changed and the way in which the public perceived them also
changed (for the worse). The turbines of the steam engine of welfare reform were beginning to
turn and reform loomed in the background.
18 The food vouchers were booklets that varied in amount that the holder could redeem at authorized food stores.
9 The level of assistance varies, but in 1995 the average expenditure for a single mother with three children was
about $350 to $450 per month. - Children Defense Fund
20 No EITC is available for families with incomes above $28,500.
2.2 The Road to Reform:
For six decades AFDC had been the main government program providing assistance to people
living in poverty. Originally designed to help economically needy families with children who
lacked support from one or both of their parents because of death, absence or lacked capacity,
since it's inception a number of events have cast a light of discontent on the program. The events
are as follows:
* Changing Demographics
* Increased employability for women
* Rapid increases in AFDC caseloads
* Concern that welfare fosters a culture of dependency
First, the population this program intended to help has changed significantly. The 1930s saw a
single parent population primarily made up of widows and underemployed women, a stark
contrast to the single mother of the 90s2 l. As early as 1942, the proportion of ADC families in
which the mother was divorced, separated, or not married was almost equal to the households
headed by widows (Blank and Blum, 1997). By the early 1990s close to 90 percent of all
families receiving AFDC were headed by separated, divorced or never married mothers
(USGAO, 1997). By 1991, widows, the group that AFDC was initially designed for, comprised
only 1.6 percent of the caseload (Nakao, 1997).
Second, employment opportunities for women increased significantly. The concept of
supporting poor mothers who were unemployed is questioned because of their relatively
newfound freedom of employment. With soldiers away from home and the labor markets, World
War II created a gap in the labor market that was soon filled by women. For the first time a large
number of U.S. mothers entered the paid workforce, many leaving their children in childcare
programs or with friends. The trend of women entering the workforce escalated through the
1950s and 60s, ultimately changing the public's perception of the woman's work and childcare
(Blank and Blum, 1997). Third, the size of the AFDC caseload has increased rapidly, producing
21 A more detailed description of the welfare "mother" is presented later in this chapter. See 1.5, Profile of the
Welfare Recipient, for general statistics and characteristics of the welfare recipient.
enhanced government (both state and federal) expenditure on welfare. Lastly, researches at the
time found that a substantial portion of the welfare caseload remained poor and receive benefits
for an extended period of time. This last fact provided people with the notion that welfare
produced people who were dependent on the public assistance. The issue of dependency has
been the backbone of welfare reform debate. Coupled with the previously mentioned issues, it
paints a bleak image of a welfare program that lost its original focus.
2.3 Welfare Reform - The Beginning of the End
Welfare reform legislation, the Personal Responsibility and Work Opportunity Reconciliation
Act, made significant changes in the federal social service programs commonly known as
welfare. In fact it ended the individual entitlement to welfare benefits established by the Social
Security Act in 1935. Reform comes at a time when many Americans viewed welfare as a "free
ride" guaranteeing economic benefits with out just cause. The new legislation, passed in 19962,
most significantly "reformed" the Aid to Families and Dependent Children (AFDC) 23 program
Table 1 Work Related Policy Changes Under Waivers
Program Name: Welfare Reform 1995
Participi requirements .. days of search followed by ajob, subsidized employen or communty service
Activities that count as - Unsubsidized employment
participation - Community service
- Subsidized employment
-Jobsch fo 0d~ y
Exemptions - Disabled or caring for a disabled person
- Third trimester of pregnancy
- Child in assistance unit is under mandatory full-time school-age, usually age 6, orIchild not in assistance unit but living with recipient is under 3 months old
Time limit 2 years in any.5-year.period.for.families.with.no.children.under.a.e.2
Sanction process conciliation
Amount of earned income First $30 of earnings + 1/2 of remainder excluded with no time limit for families with
excluded from benefit no children under age 2; for families with children under age 2 there is no change in
calculation disrard amount but it is no longer time limited
Eliminate 100-hour rule Ye
Transitional child care Eliminate requirements that recipients have received welfare benefits for "3 of last 6
(TCC) and transitional months" to be eligible for TCC or TM
Medicaid Unusdzdepomn
Unique features One-stop career centers
I AFDC benefit of families with no children under age 2 reduced by 2.75%
2 2 Massachuset passed a similar law in 1995 and updated it in 1996 to meet some of the federal standards and
requirements: Welfare Reform 1995
2. AFDC is an entitlement program for poor families. It provided the most significant economic rewards under the
old welfare legislation.
and replaced it with a block grant24 program called Temporary Assistance for Needy Families
(TANF). Welfare benefits are now time limited and recipients are required to work or participate
in work and work related activities to receive any benefits. TANF differs from AFDC in three
fundamental ways: 1. States are provided with a lump sum of money (TANF block grant) for
their welfare programs 2. The assistance is time limited25 and 3. States must require that parents
or caretakers engage in work2 6 within 24 months of receiving assistance. The last requirement,
essentially forcing welfare recipients to "work" for their assistance, provides the most challenges
to recipients and service providers. The legislation also requires states to have a minimum
percentage of their caseload participating in work or work related activities to avoid a financial
penalty.
2.4 Reform 95' - Welfare in Massachusetts
Massachusetts intends to build upon its welfare reform efforts that began in 1995. To fulfill
TANF time limit requirements, the Commonwealth established a time limit of 24 months within
a 60-month period for nonexempt recipients. The first group of recipients affected by the reform
legislation will see the expiration of the time limit requirement in December 1998. The time
Table 2
Changes in the Welfare Caseload for Massachusetts (total # in caseload)
Time Jan 93 Jan 94 Jan 95 Jan 96 Sept. 97 % (93-97)
Case Loads 332,044 311,732 286,175 242,572 194,401 -41%
Source: The Administration for Children and Families 1997
limit can be waived for certain recipients unable
to find work, and for a dependent child who no
longer lives with parent(s). The impact of the
time limits and the reform legislation as a whole
can be seen in the decline of the welfare caseload
over the past five years. Between 1993 and 1997
Graph 1.
24The TANF block grant will not increase in size ($) in future years regardless of changes in the economy.
25A state may not use federal TANF funds to provide assistance to a family that includes an adult who has received
benefits for 60 months, whether or not consecutive (may be exempt due to family hardship).
26For states to receive full federal funding they must have at least half of their adults receiving public assistance
work at least 30 hours a week by the year 2002.
Total AFDC/rANF Families In Massachusetts
120,000
100,000
80,000
Munaber 0 o n
40,000
1993 1994 1995 1996 1997 Year
g Seiel 113,571 112,95 104,95E 90,107 74,143
source: Depwtrnnt of Transl&onh Assistance 1997
there was a 41% change in the total number of welfare recipients and 65% change in the number
of welfare families in Massachusetts. The reduction in welfare caseloads is most likely a direct
result of the imposed time limits and the work first design of the legislation
The block grant-based reform replaced cash assistance with work activities or community service
for able-bodied AFDC recipients with school-age children. The program is designed to provide
benefits to support recipients who work and offers them an opportunity to move from
dependency to self-sufficiency. As the AFDC/TANF rolls decrease and more people enter the
labor market it is important that they are prepared and fitted with the necessary services to
overcome the barriers to employment and reach economic self-sufficiency.
2.5 Delineation of a Welfare Recipient:
There are many stereotypes (mostly negative) of the welfare recipient. Some believe that the
welfare recipient is a lazy African American woman who solely depends on government support
rather than providing for herself and has additional children to receive more benefits. Others see
the welfare recipient as an able bodied
Figure 4.
person who abuses the system by simply Welfare Cartoon from the San Francisco Chronicle. 1996
choosing not to work. In recent years
the welfare recipient has been
dehumanized and projected as a societal
outcast based on media influenced
"public" perception. With recent
changes in the welfare system, it is T..
obvious that America has neglected to
truly get to know the welfare population.
Although there are many who do abuse
the system, there are many more that use the system as a crutch as they try to overcome the
burdens of poverty and socioeconomic discrimination. Using statistics from the Institute for
Women's Policy Research (1995) Lacombe (1998) most welfare mothers do work, but do not
earn the wages necessary to support a family or release them from the tight grip of poverty.
Below are some facts and figures that better describes who the welfare recipient actually is.
2.6 Selected Characteristics
of the Welfare Population:
Where Do Welfare Asciplents Live?
Riral Area
central aty
Suburbs
> Forty-five percent of welfare
recipients had not completed
high school by age 27.
> Sixty three percent of welfare
mothers had their first child
by the time they turned 20
> By the time they reach 27
almost one third of recipient
mothers had three or more
children.
> Although the majority of
welfare recipients are white,
blacks and other minority
women are over represented among welfare mothers.
> Nearly 70 percent of recipient families are homes with one adult and an average of two
children.
> Another 20 percent of the homes have 3 or more children (49% of these families have
children between the 1 and 5 years old)
Income & Poverty Statistics MASSACHUSETTS
* Average number of people who received food stamps in 1995: 409, 870
* Average amount each person received per month: $64.04
* Number of single adults aged 18-50 expected to lose food stamps under the new time limits
in 1998: 12,000
" Number of people who received help from the Aid to Families with Dependent Children
program in 1995: 286, 175
* Average monthly amount a family of three received: $459
" Average number of unemployed people in 1995: 170, 000
" Percentage of people below the federal poverty line: 11.0
" Average pay for state resident in 1995: 32, 352
Sources: Center on Budget and Policy Priorities, U.S. Bureau of Labor Statistics, U.S. Bureau of the Census, U.S.
Department of Agriculture, U.S. Department of Health and Human Services.
- 564%redide In Central CIty
-24.6%are located In the Suburbs
- 19%llve In Rural Areas
Table 3
Characteristics of Single Mothers on Welfare
Age Percent
Teenage 11%
20-24 23
25-34 42
35+ 25
Education
Less than High School 48
High School Graduate 36
Some College 14
College Graduate 1
Race
White 39
African American 45
Hispanic 14
Other 1
Source: Spalter-Roth et al. 1995. Data derived from Survey of Income and
Program Participants, 1984 and 1986 to 1988 participants.
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3.1 The Fundamental Concepts of TransportationTransportation systems exist for the sole purpose of reducing the friction of distance
associated with getting individuals and/or companies from one point to another. The
effectiveness of these systems is measured on how well they do just that - get things
from one point to another. Distance is overcome in everyday life, whether it be a
journey from home to work or the shipment of a product or service from the manufacturing plant
to the stores where it will be sold. The primary indicators for this measurement are access and
mobility, which both incorporate elements of distance, time, cost, and ease of movement. "Both
concepts [access and mobility] refer to the potential created by the transportation systems and
both are attributes, not of the transportation system itself, but of the people, places, and firms that
it serves."2 A person's ability to move about freely and reach opportunities ultimately impacts a
person's socioeconomic status and way of life.
Figur 5
The Fundamental Concepts of Transportation
Mobility: Accessibiliy:
The Potential for movement. The potential for spatial interaction with various
desired social and economic opportunities.
3.2 M obility & Accessibility
u MOBILITY:
Mobility directly contributes to the well being or way of life or a person by expanding or
constricting their range of choices. Whether trying to meet basic needs (health care, food, etc...)
or loosely defined "social" needs (visiting friends, movies, etc...), mobility is a factor in
determining the ability to do these things.
Figure 6
People have very different levels of mobility. Men, Primary Factors Determining
Mobility and Travel Behavior
particularly white men, have a very high level of mobility 1. Race
2. Gender
compared with women, especially women of color. For 3,I
4. Ageinstance, white men (aged 16 to 64) who live in urban areas 3. LocAon
27 US Department of Transportation, "Transportation Statistic Annual Report 1997" p. 135
travel nearly two and a half time as much as Hispanic women (aged 16 to 64) in urban areas.
Age has a very important impact on people's travel behavior, with those in the 40 to 49 age
cohort traveling two and a half times more than people over 65. Income affects a person's ability
to travel. People in households with income over $40,000 per year travel more than twice as
much as those in households under $10,000 per year (DOT, 1997). Mobility varies with
geographic location in metropolitan areas. Department of Transportation data also shows that
suburban residents travel about 30 percent more than those who live in the central city, and
slightly more than those who live in rural areas.
There are many factors that affect
mobility, but there is none more
prevalent than availability and cost
of transportation. Poor transit
services renders the transit
dependent person virtually
immobile -- ultimately limiting a
person's opportunities and leaving
them geographically isolated.
Transportation is not a cheap
expenditure. A lower income
person can spend a considerable portion of his or her income for transportation (regardless if it is
public or private). If a person can not afford the cost28 of transit it can cripple a person's mobility
and effects travel patterns because they will need to adjust their travel mode and route based on
what they can afford.
The choice of modes of transportation available to an individual is a dimension of mobility that
can affect a person's well being - positively or negatively. Leinbach (1994) and Carp (1988)
present cases to support the claim that people's sense of well being can be affected by their ability
to choose their mode of transportation. Many people feel safer using a personal vehicle to get to
2 The cost of transit is explained in greater detail later in this chapter.
Table 4
Households in the Central City Owning
No Vehicle by Income and Race: 1990
(In percent)
Income group White Black
All income groups 9.7 28.8
Less than $10,000 30.4 49.5
$10,000-$19,999 11.5 35.4
$20,000-$29,999 5.9 15.5
$30,000-$39,999 4.6 13.7
Over $40,000 2.4 6.1
SOURCE: U.S. Department of Transportation, Federal Highway
Administration. ND. Nationwide Transportation Survey 1983 and 1990,
BTS-CD-09 (CD-ROM). Washington DC: U.S. Department of
Transportation, Bureau of Transportation Statistics
work rather than an often overcrowded bus or subway (Carp, 1988). The option of driving to
work for many low-income people is non existent (see table above), thus they are forced to rely
on insufficient public transportation systems29 . Despite all that is effected by mobility, increased
ability for movement is not the end to the transportation debate or equation. As a partner to
mobility, accessibility plays an equal if not more important role in the well being and life styles
of many people.
u ACCESSIBILITY:
While mobility shows how much people travel, accessibility indicates how easily people can get
where they want to go. Accessibility is more than just a function of better transportation, rather it
is the result of four integral factors:
Figure 7 Factors of Accessibility
1. Transprtatlon. Accessibility improves with more lines and more frequent, faster, or cheaper
service.
2 Proxmity to Opportuniies All else being equal, accessibility improves if opportunities are brought closer
together and declines if they are further away.
3. Personal Circumsans Access increases with income and with the physical and mental ability to take
advantage of opportunities, including transportation.
4, Qaltyofopportute Accessibility improves if more or better opportunities become available at the
same distance.
Source: Department of Transportation: Transportation and Statistics Annual Report 1997
Together or individually these four factors will determine a persons ability to move about with
ease or to ability to move about at all. Accessibility is important to the welfare to work because
it sheds light to on the true insufficiencies in many urban and suburban transit systems. Lower
income and welfare recipients are often victims of all four accessibility factors, severely limiting
their movement, access to opportunity and sustaining their economic situation. Shen (1997) and
Lacombe (1998) point out that proximity to transit does not always correlate with accessibility.
Poverty researchers use the term "job accessibility" to refer to residents' opportunities to reach
major employment destinations across a metropolis (Cervero, 1997). Lacombe uses the Boston
Metropolitan area to stress her findings about access and location (see figure below). More than
90% of the TANF recipients in the Boston Metropolitan area are within one-quarter mile of a bus
route or transit station, but there still exist a job accessibility gap. This gap can be directly
associated with the relocation of many traditionally center city jobs to the suburbs. Access is not
29Central city residents used public transit three times as often as those outside the central city. (DOT 1997)
Graph 2
The Job Accessibility Gap
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Employers' Accessibility
**Employers in high employment growth areas in
industries likely to hire entry-level workers
limited to a person's proximity to transit services, but it is also dependent on the desired
location's proximity to a transit line.
3.3 Socioeconomic Effects of Access and Mobility
"Without access to transportation, and to the process through which transportation policies and plans are made, many
citizens are locked out of opportunities for education and employment and are denied health care, and social as well
as other governmental services."30
Inequalities in access and
mobility are made more real
when one looks at transportation
through the eyes of different
social and economic groups.
People have different levels of
mobility and accessibility and
their socioeconomic background
is often an indicator of these
30 Jacky Grimshaw, "Public Facilities Siting & Transportation Access" Race, Poverty & the Environment p. 11 Fall
1995
Table 5
Households Owning No Vehicle,
By Location and Race: 1990
(In percent)
Location White Black
Metropolitan 6.6 25.3
Central City 9.7 28.6
Non-central City 4.4 14.6
Non-metropolitan 5.9 23.4
SOURCE: U.S. Department of Transportation, Federal Highway
Administration. ND. Nationwide Transportation Survey 1983 and 1990,
BTS-CD-09 (CD-ROM). Washington DC: U.S. Department of
Transportation, Bureau of Transportation Statistics
levels. In general, income determines the likelihood of car ownership - those with low incomes
are less likely to own a car while those with high incomes are more likely. Owning an
automobile considerably increases a person's mobility and access to services and employment.
Simpson (1992) argues that concentration of the poor in central cities coupled with increased
suburbanization of employment has created a spatial mismatch between low income (often low
skilled) workers and employment opportunities. I believe this debated fact is exacerbated by the
fact that very few suburban employment centers are near public transportation and many inner-
city residents do not have cars. Although inner-city transit makes for sufficient mobility, access
to certain places (i.e. suburban job centers) is limited because of the insufficiencies of the
services. While urbanization brought people closer to opportunities, suburbanization has
produced the opposite effect - people further away from opportunities (if they live in the central
city and don't have access to a car). The current trends toward decentralization make access and
mobility more important for those who readily commute or use transit for daily activities.
3.4 Shifting Travel Patterns and the
Reverse Commute
Changes in the makeup of the labor force, income levels, and the makeup of households and
metropolitan areas have directly influenced the way in which we move about (travel patterns).
From 1970 to 1995 the labor market experienced a vast influx of workers. Baby boomers came
of age and the shackles of a male dominated work force were loosened to allow women a degree
of opportunity. This new work force accounted for a 50 million person increase in the civilian
labor force, with women working outside the home nearly doubling from about 32 million to 61
million31 . The overall population of the United States also increased during this time - by 59
million. As the population increased and the number of jobs grew, all types of commuting -
central city to central city, central city to suburb, suburb to central city and suburb to suburb -
rose from 1960 to 1990. Between 1980 to 1990 central city to suburb commute increased by
12%, a reflection of the outward exceeding labor force.
1 Figures taken from USDOC Census 1996
o THE REVERSE COMMUTE:
"Between the 1970 and 1990 censuses, the population in metropolitan areas grew from 140
million to 189 million. Between 1980 and 1990, the central cities lost 500,000 people while the
suburbs gained 17.5 million. At the same time, the suburbs share of jobs rose from 37 percent to
42 percent."32 The shift in location of jobs was responsible for blatant shifts in travel pattern and
transportation type. Longer and more complex trips encourage (and some instances require) the
use of personal automobiles. Suburb to suburb commutes made up 43 percent of all metropolitan
commutes in 1990 (Pisarski, 1996), while suburb to downtown commutes made up only 20
percent. The 1990 Nationwide Personal Transportation Survey revealed that the poorest
households saw a rise in their miles traveled to earn a living, most likely a direct result of
employment decentralization.
Table 6
Person-Miles Traveled per Household: 1983 and 1990
(Percent change, travel day unadjusted)
Family and Civic,
Annual Income Earning personal educational, Social
(constant $ 1990) Total a Living business and religious Recreational Other
Less than $10,000 0.3 24.4 33.3 26.4 -27.3 -74.3
$10,000 - $19,999 11.5 -2.9 22.6 27.2 15.2 -77.4
$20,000 - $29,999 3.6 -15.4 39.8 5.7 -7.5 -0.3
$30,000 - $39,999 10.6 -1.9 40.9 40.0 1.0 -65.2
$40,000 and over 8.7 22.6 39.7 -15.1 -8.8 -59.7
SOURCE: U.S. Department of Transportation, Federal Highway Administration, 1993. 1990 NPTS Databank:
Nationwide Personal Transportation Survey Volume 1. Washington, DC. pp. 4-54 and 4-55
With jobs increasingly moving "away" it will be more difficult for lower income people to actual
get to work. Although there are new programs and services that focus on the reverse commute,
they a few in number and lack the capacity to serve all who needs them. This shift in travel
patterns33 coupled with transit systems that do not readily acknowledge the patterns, again
isolates the transit dependent - and acts as another deterrent to employment. With the new
32 US Department of Transportation, "Transportation Statistics Annual Report 1997" p. 148
33 In 1990, more than one third of the average person's travel-miles had a social or recreational purpose, including
vacationing and visiting friends; another third involved family and personal business, including shopping and doctor
and dentist visits (DOT 1997).
welfare reform legislation (TANF) requiring recipients to enter the labor force, more and more
people will experience the burden of a shifting commute without matching transportation.
3. 5 Getting "TO" Work:
Commuting patterns have changed in the past several decades often leaving inflexible transit
systems behind. The transit dependent worker is now isolated and the single occupancy vehicle
rules the road as people commute to the suburbs. The requirement that recipients "work" for
their assistance is directly linked to issues of mobility and access. Obviously overlooked by
legislation, the act of getting "to" work is an issue that must be dealt with by social service
providers and government agencies to insure the success of TANF. Frankly speaking, work
requires mobility, but it is much more than transportation to and from places of employment to
home. The workday of an average welfare recipient and/or working poor may include more than
travel from home to place of employment. These commutes often include the travel time
necessary to take a child to and from day care or school. A normal 8 hour a day work schedule
could amount to 12 - 15 using public transportation, with at least 4 hours unpaid. To reduce the
friction of additional travel associated with domestic responsibilities many people, women in
particular, have begun to "chain" trips together around their work commute.
3.6 Trip Chaining and the
Travel Patterns of Single Mothers
The journey to work for lower income and welfare recipients is not a simple route from home to
place of employment - rather it is often a complex journey requiring multiple stops and
incurring additional transportation and time costs. These complicated journeys often involve
stopping at for groceries after work or dropping and picking children up at childcare or school.
The term "trip chain" has been coined to describe these arduous journeys and it is estimated that
in 1990 46 percent of all person trips were made this way (Strathman and Dueker, 1995). People
tend to add "links" to their trips usually out of convenience or necessity. For inner city residents
these types of trips most likely come out of necessity and the travel patterns associated with
being a single parent.
Figure 8
Selected Characteristics of Trip Chaining
* Women are more likely to trip chain than men, especially work-related travel.
* On work commutes, 31 percent of men's and 42 percent of women's trips involved another
destinations.
* Trip chains are more likely to be taken by automobile than simple trips.
* Single persons and two adult households in which both work are more likely to chain trips. The
increase in such households is one reason for the growth in trip chaining
Source: Strathman and Dueker, 1995: research based on NPTS data
Single low income and/or welfare recipients are responsible for getting their children to and from
day care or school, performing daily shopping needs and any health related activities. The travel
patterns for women often reflect the needs of domestic responsibilities and will include long
Trip Chaining: Chart 1
The Route of a Working Woman
WORK _
1990 NPTS
CHILDCARE ELDER CARE Average Number of Trips
Men 3.05
Women 3.13
HOUSEHOLD
ACTVITIES,
I.E. SHOPPING
work trips (a result of suburbanization) and multiple stops (trip chaining). Transportation plays a
critical role in the lives of those individuals who do not or cannot drive, cannot afford cars or
have only one car for several family members. For the welfare recipient, who tend not to own a
personable automobile, access to transportation and opportunities is a pressing concern.
3.7 Transportation and
the Welfare Population in Massachusetts
As a state three years34 into work related welfare reform, Massachusetts has had the opportunity
to see the effects of reform
legislation on the poor who Graph 3 DTA and Transportation
enter the labor market. In
particular it has had the 0 Experiencing40.0% Transportation
chance to expose the 30.0%
* Some Transportation
"faults" or overlooked flaws 20.0% Difficulties
in the program that effects a 10.0%
oINo Transportation
recipient's ability to make a 0.0% 1 Difficulties
successful transition to self- Degree of Difficulty
sufficiency. One such fault s ourc-epetment oTarItIonAssIstance 1997
exposed was the lack of concentration on the impact of transportation on the welfare population
entering the labor force. In Massachusetts approximately 49% of the DTAs (Department of
Transitional Assistance) cited transportation difficulties with their TANF roster getting to work
(DTA, 1997). Without transportation, people often cannot get to work, to training, to childcare,
to health care services and to other basic life needs. Often, needed human services are out of
reach to those for whom they were established, simply because the potential participants cannot
reach them. Transportation has been increasingly recognized as not only an important part of
helping people achieve independence, but as a quintessential ingredient in welfare reform.
With Boston's well-developed transportation network, which features the first subway line in the
country, access to employment should never be a problem - but sadly it is. The problem lies
when boundaries between the center-city and the car friendly suburbs are crossed. Many outer
suburbs are either not serviced by the current transit networks offer limited access by transit that
primarily focuses on the commute to the center city. The "reverse commute35 " does not fair well
34 Welfare reform legislation (Welfare 95) in Massachusetts was passed in 1995, a full year before the federal
V rogram.
The concept of a reverse commute can be explained as the commute from a center city location to the suburbs
rather than the more traditional suburban to center city commute.
with current transit networks that cater to the needs of suburban residents trying to access the
center city. Alice Reid of the Washington Post sites the lack of adequate public transportation
systems as a major concern for lower income people seeking employment. Cities across the
country are experiencing suburbanization, shifting commuting patterns and inefficient suburban
transit networks.
Job Location in Transition: Chaft 2
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3.8 The Great Transportation Hurdle:
"Living in or near a central city with a well developed transit system, welfare recipients in Boston should have
excellent access to transit, whether bus service, trolley, or heavy rail."36
Massachusetts has an extensive transportation network with Boston acting as its primary hub.
The Metropolitan Boston Transit Authority (MBTA) has hundreds of bus, train, and boat routes
that service all ends of the Boston Metropolitan area. "Like child care and medical assistance,
transportation is often cited as a barrier to employment for women in transition from welfare to
work. However, data that has been gathered to date suggests that the lack of public transit routes
has not prevented large numbers of welfare recipients from finding employment."37 Despite
research stating that transportation "should" not be a problem for recipients to get to work, it is.
Figure 9 An Accessible Public Transportation System?
Issues Problems
Affordability of transit services Public transportation costs can equal 1/3 of a
recipient's monthly income.
Transportation routes Transit routes do not always go where the jobs are.
Commuting Time It can take up to 2 hours for a trip that would take
less than a 45 minutes by car.
Degree of transit services Transit services may not run during hours recipients
with irregular work hours need them.
Current research on the impact of transportation on access to employment neglects the hidden
costs of transit. These "costs" can include the time delays garnered by the use of public to
perform necessary task or the socioeconomic isolation caused by transit systems that were solely
designed for a commuting pattern that has lost its dominance. The issue goes far beyond actual
physical access to transportation, but rather it is centered on issues that deal with
"inefficiencies"38 in service and the system as a whole.
The act of getting to work can be a tedious and expensive process for recipients and the working
poor that often take minimum or slightly above minimum wage jobs. This commute to the
36 Lacombe, Annalynn "Welfare Reform and Access to Jobs in Boston" September 1997 Volpe National
Transportation Systems Center Cambridge, MA
3 The Department of Transitional Assistance "The Impact of Transportation on the Ability of TAFDC Recipients to
Obtain and Retain Employment"
38 While the current transit systems may be efficient for some, they are not efficient for all transit riders. It is
difficult to qualify the efficiency of a network, but for the pure fact that transit in Massachusetts adequately serve
inner city residents trying to commute to the suburbs, the system is inefficient.
suburbs is often costly because public transportation39 to most suburban locations is poor - the
density of service is low, service is infrequent and unreliable; and transfers are frequently
required, which increases average commuting time and variability of commuting time. (Arnott
1997). The cost, because system inefficiencies often require riders to transfer several times for
commutes to the suburbs, occurred by commuting to work can easily amount to a significant
percent of a recipient's income. Working imposes a significant burden on a person's financial
situation through actual transit cost and secondary costs associated with the loss of time.
Although the rewards from some low skilled or entry level jobs can exceed welfare payments,
reductions in other benefits (such as food stamps and childcare) can leave a person worse off
financially.
Table 7 How much does transit actually cost in Massachusetts?
TRANSIT OPTION DAILY COST MONTHLY COST
Public Transportation* ($) ($)
RTAs .80 - 2.90 16.00 - 58.00
MBTA Rapid Transit 1.35 - 2.40 27.00 -- 48.00
MBTA Commuter Rail 1.35 -6.80 27.00 - 136.00
Paratransit ** 24.00- 96.00 480.00 - 1920.00
CARAVAN** .24 -7.80 4.67 - 156.00
TMAs Transportation is usually funded by the employer members. TMA
transportation is usually utilized in conjunction with transit options.
*Daily and monthly public transportation costs are based on the purchase of a monthly pass and a 20-day work month.
** Daily/monthly paratransit and CARAVAN costs are contingent upon the number of riders per vehicle. The paratransit/CARAVAN costs
illustrated, indicate the range for the maximum feasible number of riders per vehicle (4 Paratransit/15 CARAVAN).
A recent study4 by Kathryn Edin and Laura Lein in 1997, shows that a oor workin mother
spends more than twice as much on transportation as welfare-
reliant mothers. In extreme situations the very costs of public
transportation can prevent some people from taking jobs
further away from there homes and/or deter them from seeking a
employment as a whole because the rewards a small. In many
states (Massachusetts included) the issue of cost has been dealt
with by programs that provided subsidized transit service to welfare recipients. But, at this time
the subsidies aren't enough. It has to be taken into consideration that the route to work for the
39 1 refer public transportation commutes because lower income people are less likely to own reliable automobiles for
the purpose of commuting to work.
* Edin, Kathryn and Lein, Laura. Making Ends Meet: How Single Mothers Survive Welfare and Low-Wage Work
1997
working poor and welfare class often involves a stop or two to bring children to daycare or
school. These linked commutes can add up in both money and time.
Recipients may have to transfer buses or trains during the daily process of getting to work or
childcare, resulting in additional costs and time. Time costs, and it is another problem that
recipients must deal with when trying to get to work. Those who rely on public transit and work
irregular hours are restricted to the schedules and routes of the buses and trains. Transit routes
do not always meet the needs of its riders. Routes often conflict in time and/or service causing
layover periods in between transfers (Lacombe, 1998). In the event of a missed or late bus/train a
worker may have to wait an additional hour making her/him late for their job. A missed bus/train
can also mean having to take a taxi cab home almost nullifying 2-3 hours of paid work in cab
fare. "Boston recipients face tremendous mobility problems, including lack of transit service in
the suburbs, gaps in existing service, long travel times, numerous transfers, and inadequate
schedules."41 The gap in transit services is truly manifested in the plight of a welfare recipient
who uses the services to get to work and still has to walk a mile once the bus/train reaches its
final destination. Service gaps at times shut out workers who do not own automobiles. In many
situations transit service can dictate the work patterns of people and limit their ability to pursue
employment opportunities.
41 Locombe, Annalynn "Welfare Reform and Access to Jobs in Boston" September 1997 Volpe National
Transportation Systems Center
Chapt*
Spatial Mismatch and
the Challenge of Suburbanization
Chapter Overview
* Theory: Spatial Mismatch and the
Suburbanization of Jobs
* Historical Context of Mismatch
* Suburbanization in Depth
* How Spatial Mismatch Effects Low
Income People
* The Problem of Commuting in the Suburbs
4.1 Theory: Spatial Mismatch
and the Suburbanization of JobsThe past several decades have produced a movement of people and firms from the central
city to the suburbs. The product of this migration is a speculated mismatch between
employers and those seeking employment (this mismatch is most prevalent with lower
income and lower skilled workers). Kain (1968) first articulated the spatial mismatch hypothesis
with his measures on economic opportunity. He argued that economic opportunity was a direct
product of a worker's spatial location in regards to his/her employer.
The spatial mismatch theory states that:
The dispersal ofjobs to suburban areas impacts lesser-educated center-city
workers disproportionately.
The hypothesis rests on several points: "that jobs with low educational requirements are
disappearing with the decline of traditional manufacturing industries, especially in the city; that
central-city minority residents have been particularly dependent on these (declining) industries
for work; that these city residents lack access to suburban jobs for want of automobiles and
adequate public transport; and, finally, that minority workers are unskilled and therefore poorly
matched with high-skill jobs in the service and high-tech sectors, which are available close to
home in the central city business district."42 Although this theory is widely contested among
urban researchers the suburbanization of people and soon after jobs in the 1950s and 60s directly
led to the spatial mismatch between low skilled workers and places of employment.
4.2 Historical Context of Mismatch
Patterns of metropolitan growth and development prior to World War II reflected the newfound
increased mobility of the American society. At this time industry in the major metropolitan areas
(Boston, Chicago, New York, etc.) experienced a phenomenon previously reserved only to
residential movement -- suburbanization. The suburbanization of jobs has increasingly widened
the gap between employer and employee in terms of distance and travel to work time. Suburban
residential and employment development was and still is car oriented. Those who lack personal
4 2 Fainstein, Norman "Underclass/Mismatch Hypothesis as an Explanation for Black Economic Deprivation,"
Politics and Society 15, 4 (1986-87): p. 432
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automobiles for getting to work are adversely affected by the relatively recent trends of
suburbanization. Often relying on public transportation to get to work, this population must deal
with the inefficiency of both the often-complex network of center city transportation systems and
the stringently designed suburban transit systems. Historically the spatial mismatch between
employers and different groups of workers have played major roles in defining who enters the
work force. In the 1920s and 50s mismatch created or sustained racial imbalances in the labor
force, today mismatch is segregating a different (but some may argue similar) population; the
poor.
4.3 The Great Migration:
Suburbanization in Depth
In the past 30 years, land-use patterns throughout the U.S. have radically changed. The Industrial
Revolution brought a change of economy and human social organization (DOT 1997).
Transition from a agrarian economy to one based on manufacturing brought tremendous changes
to transportation networks and accessibility. Transportation adapted and grew out of the needs of
the industrial movement, which required "an environment conducive to the efficient exchange of
goods and information (DOT 97)." Cities accommodated the "movement" by improving
infrastructure, which improved access, and bringing complementary services closer - increased
urbanization.
AUTO
DEPENDENT
TRANSIT
DEPENDENT
The 20t century has seen increased decentralization spurred by major transportation innovations
(e.g. streetcars, automobiles, and subways) that made long inter-city trips more feasible and
economical - creating sprawl. Urban sprawl has taken root as metropolitan areas inexorably seep
outward from center cities. Manufacturing, warehousing and service industry jobs have relocated
from center cities to more inexpensive, less accessible and land rich suburbs. Industry's plight to
elude increasing taxes and land prices in the central cities coupled with residential sprawl
spawned the trends of job suburbanization. The suburbs offered seemingly unlimited land at a
fraction of the cost of the city property. The suburbs also best fit the needs of big industry - vast
amounts of land allowed for the growth of companies and the already pre-associated landmass
required to build a large scale factory.
Cervero (1988) saw the process of suburbanization in this country as a two-tier movement that
coincided with economic opportunity and the evolution of technology. " The first wave involved
the mass movement of middle-class and upper-income residents to the outskirts of cities
throughout the 1990s in search of spacious living conditions and detached, single-family homes.
The second wave of decentralization, which occurred primarily during the three decades
following World War II and continues today, witnessed the migration of commercial and
industrial activities to the outskirts, attracted to the vast reservoir of potential consumers and
workers living in the suburbs."43 This migration of factories and retail outlets to the suburb is
also a direct result of the emergence of the "super" highway and improved transit systems. Over
these last 30 years our cities have changed from pedestrian friendly "walking" cities to
"vehicular" cities, with an emphasis on automobile travel.
4.4 Residential Segregation
and Finding Employment
To truly understand patterns of employment and mismatch theories it is important to look at the
effects of social conditions in addition to conditions of the physical environment. Social
structures and support networks are often used in to find employment in both more affluent areas
43 Cervero, Robert "America's Suburban Centers: A Study of the Land Use-Transportation Link" Department of
Transportation 1988 (DOT-T-88-14) p. 2
and in the inner-city ghettos. These informal networks are sometimes the sole reason why people
find employment or how people hear of different opportunities -- these networks are often
dissolved by distance. Katherine O'Regan and John Quigley observed that young people
between 16 and 19 years of age are less likely to find jobs if they live in the "ghetto". There
conclusions are based on findings that social networks provide youth with employment
opportunities and these networks are limited in the inner-city ghettos. Blakely and Goldsmith
(1990) also acknowledge the impact of spatial relationships on poverty and the urban
environment.
Spatial mismatch hypotheses have produced evidence to show the effects of mismatch on social
behavior, physical and economic condition. Residential
segregation, suburbanization, employment The Job Accessiblity Gap Boston
suburbanization, and measures of access (travel) to jobs A
have all been sited as problems to self-sufficiency. Peter i .we.l .. d.....
Eldelman (1996) argues that there is a gap in the labor
market that will hinder the progress of welfare recipients
trying to find employment. Low skill jobs are decreasing
and recent high school and college grads are beginning to traIr e is a ..... a
take jobs previously "reserved" the under skilled laborer.
The labor market "job gap" discussed by Eldelman can
also be considered a physical gap when looking at the .k .O1.. g1..re.. I
current job location (or relocation) trends - from the city hu ..... wr..d.
w anyAm hih-gowth reasforntry
to the "burbs"e
4.5 The Problem of Commuting in the Suburbs
The current transit system has served the needs of some workers quite well, while rendering other
workers virtually immobile. For those who both live and work in transit rich center cities, transit
is a viable means of accessing employment. Traditional urban mass transit serve largely the
suburb to center city commuters (Warner, 1968), isolating inner city residents and cutting them
off from many job opportunities. The commute from suburb to center city employment during
peak hours44 is typically well met by current transportation systems, but the reverse of this
commuting pattern endures the limitations of the "traditional" job oriented transit system. Since
many low-income people take jobs with less than "traditional" work schedules the reverse
commute can be frustrating, if not unbearable.
Figure 12 Primary Problems With Suburban Commutes
1. Many outer suburbs are either beyond reach of transit or served only by commuter rail,
which often fails to provide direct access to employment site sand is moreover
prohibitively.
2. In many suburban areas there is a gap between existing routes and centers of employment
growth
3. When transit does provide direct access to employment it may do so in a costly and/or
timely manor rendering it unavailing. (transit schedules do not match work hours)
Literature on spatial mismatch reveal two basic channels in which job suburbanization can
produce adverse effects on lower income people45 (predominately black). Inhanfeldt and
Sjoquist (1989,1990,1991) and Jencks and Mayer (1989) site commuting costs as negative
consequences of employment suburbanization. Many lower income people and welfare
recipients live in the inner city and will increasing have to commute to suburbs to find suitable
employment. Statistics from the 1990 U.S. Census show that 56.4% of AFDC welfare recipients
live in the central city. In contrast, the vast majority of new jobs created are in the suburbs. In
cities such as Washington, D.C., New York, Boston, and Philadelphia, jobs are rapidly leaving
the central urban area, thus increasing the physical distance between welfare recipients and new
jobs. For those people who drive personal vehicles to work the additional commuting cost can
come in the form of additional tolls paid or mileage accrued and overall wear and tear on there
car.
4 Based on a generic workday, 9:00am to 5:00pm, peak hours typically fall between 7:00am to 9:00am for the
morning commute and from 4:00pm to 6:00pm for the evening commute.
4s The use of lower income people here is a gross generalization of the groups studied in the literature. Most
literature on spatial mismatch uses the situation of inner city African Americans as their primary sample. This
community is typically residentially isolated or segregated and of low-income status. I make this generalization
because the communities studied the inner city, years ago now have a much more diverse demographic makeup.
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5.1 People in Motion:
Framework of a Hypothetical Situation
o understand patterns of mobility and accessibility it is important to ask questions that
will fully describe a person's potential for movement and interaction with various
desired social and/or economic opportunities. People do more than simply go to work
each day -- it is necessary to understand how people perform daily activities such as going to
daycare or healthcare in relation to transportation. It is difficult to define and measure the
prevalence of these circumstances and their impact on employment, but through the use of a
hypothetical situation I hope to highlight the limitations of transit service on the lower income
population in the suburbs and the inner city.
Lower income people and welfare recipients live in suburban, center/inner-city (urban) and rural
areas and each have different transit needs and access to transit. To explore the impact of
transportation on these to polarized locations I conducted a survey of lower income people in the
suburbs and inner-city. Although the results of the survey" do not allow me to perform any
rigorous statistical analysis, they do however allow me to make generalizations about the
situation of lower income people in the areas I surveyed.
In an effort to fully assess the impact and importance of transportation on access to employment
among the poor I present a hypothetical (using some real47 data) situation involving the travel
patterns of a low-income mother in two Massachusetts communities. The two communities
chosen for this situation are suburban and transit isolated Salem and dense urban transit rich
Worcester. These two areas were chosen to represent the complexity of transit situations that
low-income people face in regards to their spatial location. The data used in this situation comes
from survey groups48 conducted at Pequot Highlands in Salem and Plumley Village in Worcester,
national travel statistics from the Department of Transportation and travel times49 and transit
routes from the MBTA and WRTA.
* See Appendix: Survey Results
4 Where possible I use actual data collected from survey groups conducted in both Salem and Worcester, but the
basis of the travel analysis is hypothetical.
48 See Appendix _: Survey Group Methodology
49Not all travel times are accurate. While the MBTA and WRTA provided bus times, estimates where made to
determine how long it would take to get to a given point due to congestion and other occurrences.
5.2 Getting to W ork in W orcester:
Diary of a Welfare Mother
u Overview: Worcester, Massachusetts
The second largest city in the Commonwealth, Worcester (population 170,000+), was once
saturated with industry and job opportunities for every skill of worker. Today the manufacturing
plants have either closed or relocated and the city has now moved towards biotechnology to
provide a strong economic base. but the city's economic and in their wake they left a city came
the away and has been replaced by biotechnology. There are several colleges and universities in
the area that feed the appetite of the technocratic businesses of the city. Worcester is rich in
transit0 . Buses transport commuters to all ends of the city and neighboring areas with "relative"
ease and for a faire price.
o Mavis Smith:
Mavis Smith is a 22 year old single mother and a welfare recipient living Plumley Village5' (16
Laurel St. Worcester, MA). She has two children (1 years old and 4 years old) and has never had
a steady job. Mavis had her first child while in her junior year of high school. She never
completed her degree and has yet to obtain a GED. She spends most of the time caring for her
children, while working small jobs occasionally. She has attempted to find a job, but said it was
too difficult to get around with out a car52. With the recent changes to welfare legislation Mavis
was "forced" to enter the labor market and deal with the problems of getting to work. This is her
story...
o Scenario #1: From Home to Work - and Other Single Trip Commutes
Because Mavis does not have a high school degree she is eliminated from many job opportunities
that reacquire college degrees and or technological skills. She decides to take a low skilled job in
sales at the Greendale Mall, about 2 miles away from where she lives.
For a person with a car the trip from Plumley Village (16 Laurel Street) to the Greendale Mall (7
Neponset Street) would look something like this.
so See Worcester Bus Map at the end of this chapter.
51 See Appendix: Survey Site Profile for description of Pulmley Village.
Map 1: Route to Greendale Mail
Starting at 16 Laurel St, begin on LAUREL ST heading east for 0.1 miles 0.1
Continue on 1290 heading north for 1.1 miles 1.2
Bear right on 1190 heading north for 0.3 miles 1.5
Turn left on MILLBROOK ST heading west for 0.4 miles 1.9
Turn right on GOLD STAR BLVD (HWY 12) heading north for 0.2 miles to Greendale Mall 2.1
Travel time: 4.9 minutes Travel Distance: 2.1 miles
Because Mavis does not have a car she uses public transportation. An extensive bus system
(WRTA) is within walking distance and one bus route in particular (Route 40 Loop) directly
services Plumley Village. The limitations with public transportation are time and mobility. A
trip that should take about 5 minutes by car takes considerably longer by bus because of the
spatial location of bus stops and places of residence. There is no direct service to the Greendale
Mall from Plumley so Mavis must either walk or take the Route 40 Loop to another site and
transfer. If Mavis takes a morning shift she can't use the Route 40 Loop because it does not
service Plumley until 10:40 AM. The next available transit stop is about three to four blocks
away and there she can take the number 24 bus and transfer at the next stop to the #30N bus
which goes to the mall. She could also walk a few blocks further directly where the 30N bus
stops at take it to the mall. None the less, her journey will take more time. The buses runs about
every 15 to 20 minutes and takes approximately53 40 minutes to get to the mall.
52 The majority of welfare recipients do not own personal automobiles.
53 Travel time for the bus are based on the route schedule. I use the time it takes to get from one stop to another to
estimate the total time it would take to get from point A to point B. There are other factors in transportation such as
traffic density and time or day that are not accounted for.
Figure 13
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workday for a transit dependent person begins much earlier (2-3 hours before). Time is money
and for many, a commute that takes over 2 hours is simply not worth it.
To Greendale Mall via Bus
(before 10:30am)*
1. Walk to Belmont Street (5 - 10 minutes)
2. Take # 24 Bus to Prescot St. and transfer
(7 minutes)
3. Take # 30N Bus to Greendale Mall
(35 minutes)
Travel time: 50 to 50 minutes
or
1. Walk to Prescot Street (8-10 minutes)
2. Take # 30N to Greendale Mall
(30 minutes)
Travel time: 41 to 45 minutes
* Times do not reflect sudden transits limiting occurrences
such as accidents.
If Mavis is late for the bus she will
have to wait another 30 - 60 minutes
for the next bus and risk missing a
connection or being late to work.
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ACCESS AND MOBILITY: PLUMLEY
Plumley Village is located in an area
of Worcester that is transit rich.
Bus #40 stops directly in front of Plumly
and allows access to the other bus
routes via a downtown transfer. While
the #40 does not ditectly take Plumley
commuters to the areas of employment
and childcare I noted, it does provide
them access to the entire WRTA network
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Bus Routes:
# 18 Hamilton/Lake Ave # 5E Grafton St.
# 22 Milbuty # 11 Upsala
# 28 Lakshore # 4 Millbury City Line
# 15 Shrewsbury # 2 Pleasant close to 15 diffeft bus rout
# 32 Holden/Jefferson # 6S Chandler The #40 Bus seivs the
# 17 Clifton # 40 Loop complex directly.
# 24 Auburn Industrial Park # SW June/Mill
# 21 Highland/ Assumption College
At Plumely Village 25% of
residents who participated in a
welfare to work survey said that
after a 1 1/2-hour commute the job
is simply not worth it. Mavis'
travel to work time of 40+
minutes54 was excepted by the
majority of her neighbors at
Plumley. If her commuting time
was longer she would be less
likely to take a job at Greendale
Mall and potentially miss out on
a job opportunity.
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Along with increased time, a travel dependent commuter can also expect to travel a greater
distance to work. While the actual distance from point A to point B (Plumley Village to
Greendale Mall) remains constant the travel distance changes by mode. A car is able seek the
easiest and quickest routes to a particular place, but buses are confined to preset routes and
travel restrictions that do not conform to particular travel needs. Mavis' travel patterns do not
start or end necessarily end with commuting to work. Since she is a single mother with children,
there often are additional trips that need to be made.
Mavis has two children, one of school age and another one who attends childcare. While a
school bus will normally take her oldest child to school in certain situations (i.e. child misses the
bus) she has to bring him to school. Calling a cab would probably be the easiest the solution, but
it would also be the most costly. The school is a far walk (1.5 miles) away, but the childcare site
is relatively close (less than 1 mile away). None the less walking or taking a cab to these
location would be both timely and costly. In this situation Mavis again relies on public
transportation for getting her children to school and daycare.
u From Home to School:
16 Laurel Street to 134 Burncoat (Massachusetts Academy for Children)
- . ...................................
. .. .... . ...... . .... 11
by car:
Starting at 16 Laurel St., begin on LAUREL ST heading east for 0.1 miles
Continue on I 290 heading northwest for 0.5 miles
Bear right on LINCOLN ST (HWY 70) heading northeast for 0.9 miles
Bear right on SHAFFNER ST heading east to Massachusetts Academy For
Trip time: 3 minutes Travel distance: 1.5 miles
by bus':
1. Starting at 16 Laurel St. walk to Belmont Street (5 - 10 minutes)
2. Take #24 bus and then transfer at Prescot Street (5 minutes)
3. Take # 19N bus to Burncoat Street (35-40 minutes)
Trip time: 45 to 60 minutes
Or
1. Starting at 16 Laurel St. walk to Prescott Street (10-15 minutes)
2. Take # 19N bus to Burncoat Street (35-40 Minutes
Trip time: 45 to 55 minutes
miles
0.1
0.6
1.5
Children 1.5
u From Home to Childcare
16 Laurel Street to 100 Grove Street: Childcare Connection
by car:
Starting at 16 Laurel St, begin on LAUREL ST heading southwest
Turn right on SUMMER ST (STATE RTE 122A) heading northwest for 0.2 miles
Continue on LINCOLN ST (HWY 9) heading northwest for 0.4 miles
Turn right on HUMBOLDT AV heading north for 0.2 miles
Hard right on GROVE ST (STATE RTE 122A) heading southeast for 0.1 miles to Child Care Connection
Trip time: 5 minutes Trip distance: 1 mile
miles
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by bus:
1. Starting at 16 Laurel St., walk to Belmont St. (5 - 10 minutes)
2. Board #24 bus and transfer at Main Street (8 minutes)
3. Board #6N or #32 bus to Institute Park (Salisbury Pond) (20 minutes)
4. Walk from Salisbury St. to Grove Street (10 -12 minutes)
Travel time: 43 to 50 minutes
3 Scenario #2: Trip Chaining and the Transit Dependent
The three previous situations all showed the impact of transit dependency on the single trip
commuter, but many welfare mothers use transit for more than one daily activity. Mavis'
situation as a single working mother requires her to combine bringing her children to school and
childcare with commuting to work (trip chaining). Neither the Massachusetts Academy for
Children (school) or ChildCare Connection are on Mavis' way to work at the Greendale Mall.
Her journey to work now more than doubles in time and distance as she has to go "out of her
way" to get her children to school and get to work. The commute to work is now a trip from
home to childcare to school and then to work. Mavis' situation is typical of many welfare
mothers with children. Although some women have friends or family look after their children or
bring them to school, many do not and have to take several buses to complete the task. In Mavis'
case using public transportation while trip chaining would look something like this:
From home to school to childcare then to work:
1. Starting at 16 Laurel St. walk to Belmont Street (5 - 10 minutes)
2. Take #24 bus and then transfer at Prescot Street (7 minutes)
3. Take # 19N bus to Burncoat Street to Mass. Academy for Children (35-40 minutes)
4. Wait for return bus (#19N) (approximately 20 minutes)
5. Take # 19N to Prescot St. and transfer to #5W or #21 buses (35-40 minutes)
6. Take either #5W or #21 buses to Lancaster St. and transfer to #30N bus. (5 minutes)
7. Take #30N to Salisbury Pond (20 minutes)
8. Leave child at daycare and then Take #30N to the Greendale Mall. (20 minutes)
Trip time: 2 hours and 5 minutes to 2 hours and 20 minutes
This nearly 2 and W hour trip can be made further complicated, timely and costly if Mavis misses
a bus or a connection. Any complications with making to a bus stop on time can result in 20 to
30 minute delay waiting for the next bus. In addition, there is no guarantee that the bus you need
to transfer to will be there when you get to the transfer point - yet another waiting period. In
total Mavis will spend close to five hours commuting to and from work, childcare and school.
Mavis' journey to work in a transit rich community is at most bearable. Despite the vast number
of bus routes, her mobility is still somewhat limited and her access to opportunities can also be
looked at as a burden rather than a savior. Access and mobility are hampered even further when
you lessen the number of routes and transit service in a community. The poor in the suburbs are
presented with many of the commuting situations, but with limited access to transit.
5.3 Against All Odds: Commuting in Salem
Map 6 Salem Oveiw Salem Massachusetts, a historic seaside community nestled
in a cove of elm trees and pre 1800 architecture sits
remotely 16 miles away from metropolitan life, but close to
it's "problems". Transit and access to opportunity are
problems that plague both urban dwellers and suburbanites.
While urban areas tend to be rich in transit, the suburbs have
primarily been built on the notion that everyone would have
a car. Salem is in the North Shore Corridor of the Boston
Metropolitan Region and has excellent access to major
he highways like Rout 128 and Interstate 95. The transit
dependent of Salem are crippled by its almost non-existent
transit system. There are four bus routes (MBTA 450, 451, 455/459 and 458/468 ) a trolley that
operates on a limited schedule and a commuter rail station (Ipswich line). Besides the trolley line
all forms of mass transit seem to focus on bringing commuters to areas outside of Salem. Buses
move freely to Beverly, Danvers and Boston stopping in Lynn, Saugus and Chelsea along the
way. Travel within Salem is limited to about 12 bus stops and a trolley line that is more suited
for tourist purposes than getting people to work or childcare. Access to the major employment
centers, the GE Plant and surrounding area in Lynn (13,000 employees), Golden Triangle and
points East in Peabody (13,500 employees) and Routes 1 & 114 area in Danvers (15,000
employees) 55, is almost non-existent. The 458/468 takes commuters to Danvers, but does not
reach the employment area surrounding Routes 1 and 114. In addition to the mobility limits set
ss Source: 1997 Transportation Plan for the Boston Metropolitan Region: MPO
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5.4 How the Other Half Lives:
Growing Up Poor in the Suburbs
For lower income resident and welfare recipients with limited access to personal automobiles
getting around Salem is a difficult task. If Mavis were to move to Salem to escape the streets of
urban poverty she would find herself geographically isolated and restricted to the movements of
a limited transit system. For the transit dependent, like Mavis, suburban transit systems like
Salem's restrict movement within the city and focuses solely on commutes out from the city.
Getting to work is a difficult task when relying on public transportation - when this trip is
combined with going to childcare or dropping children off at school, the task becomes nearly
impossible. A typical day in the life of Mavis is she were to live at Pequot Highlands and
worked at the local Caldors would look something like this:
Map 8: Pequot Highlands and Transit
o The Trip to Work:
From Pequot Highland (12 1" St.) to
Caldors (Hawthorne Sq.)
By car:
1. Begin on 1s St heading NW for .2 miles
2. Right on Highland Ave NE for imile
3. Right on Dalton PKWY NE for 2 miles
4. Continue on Broad St. E
5. Right on Hathome St. SE 1.4 miles
6. Right on Hathorne Place SW to Caldor
By bus
1. Walk to Highland Ave. (5-10 minutes)
2. Bus # 450 to Jackson St (10 minutes)
11 '~3. Walk to Hawthorne Sq. (10 minutes)
At first this trip does not look that bad, but lets not forget that Mavis has two children who
require daily attention (i.e. school and daycare). Although the #450 bus is relatively close to
Pequot Highlands it only runs every half an hour and services limited areas. For Mavis to get her
children to school and childcare she most likely would have transfer buses at least once and
-W- .- ................ .   . ..... ..... ............................ .I .  .
some distances from where the bus would let her off and the school or daycare center she is
trying to reach. I speculate that the trip would almost double or triple the time necessary for
Mavis to get work. Since there are only four bus routes in Salem, getting around the city is rather
difficult. While traveling to Caldors seems relatively easy there are other places of employment
in the city and neighboring towns that are completely inaccessible using public transportation.
Map 9D
North -Shore
Ceters of
Areas of Employment are in Red
source: Transportation Plan for the Boston Reg-ion 1997
Based on the current transit routes accessible to Salem, travel to areas around Route 1 in
Peabody and Danvers is limited if not nonexistent. A trip to these areas would require several
transfers and the transit rider would still be quite a distance away from the job rich corridor once
the train or bus lets them off. Poor access to the Peabody/Danvers employment area limits
opportunity to work in one of the over 13,500 potential jobs in this area.
...... . ................... .
In the case of Salem and many other suburban locations, limited transit systems neglect those
who are most dependent upon it. Opportunities for employment go overlooked because in many
instances transit does not serve the necessary areas. While it is quite easy to go from Salem to
Boston, the trip is costly and timely. A welfare recipient would spend a great deal of a work
check making the daily commute from Salem to Boston. Thus, the transit dependent person is
isolated in the suburbs as well as many inner-city areas.
5.5 Story Telling: Results of the Transportation
and Access to Employment Survey
The surveys that I based my hypothetical situations on produced interesting results. They
exposed the overlooked aspects of the transportation and access to employment debate. Most of
the research on this subject neglects the most important factors in determining transportation's
impact on the daily lives of recipients - they neglect to talk to the people. The survey was
designed to tell the stories of people who most relied on transit for daily task and who would be
affected by welfare reform legislation. Those with out cars are well acquainted with the limits of
public transportation and "trip chainers" know its frustrations. The stories told by survey
participants is that of isolation and missed opportunities.
One group of residents that experience both economic isolation and physical isolation are the
dwellers of an affordable housing development on the outskirts of Salem - Pequot Highlands.
Pequot is 250-unit affordable housing development that serves Salem's low-income population.
The development is ethnically diverse and has a mix of single parents, families and some elderly.
With regards to job access and transit in Salem a survey conducted at Pequot produced these
results:
Travel to Work - Distance: Peqout Hghlands
42% Jb 33 M<5 nis
010- 20 nles
020 + ns2A > 0% mOther
0%~ No Anew or
How nany nles do you travelto w ork each day?
Most Common Form of Transportation Wed: Pequot Hghlands
14%
a Train
DOW1
29% 0% matvole
scowe
TrwI Ustatco to t aJob
Pequot Hghlands
8%
17% * 10-25 nies
* 3D46nies
0 50-80 flie
8%j 13 COW
67%
How far wi you trael get to ajob?
~ddju taekJob sw)elran?
got to bypsWc Owiqiw on? PqdHli
nons
42%
The participants surveyed traveled between 5 - 20 miles to get to work each day and the
majority said this is the limit they would travel to get to a job. If job opportunities are outside
this distance window many people will not pursue the job. Residents would also abstain from
taking a job that isn't inaccessible by public transportation. Despite the fact that people in the
suburbs are more likely to own a personal automobile (even those people in a low income
bracket), many still rely on public transportation as a form of mobility. Survey results from
Salem showed that 58% of the respondents owned an automobile and 67% said they had access
to a car for the purpose of getting to work. The survey respondents were a small group (12
participants) of the total residents at Pequot Highlands and after speaking at length with the
property management it was determined that the vast majority of resident do not own a personal
automobile. Because of this transit reliance a majority of people would not take a job that is not
accessible by public transportation. Salem's location and proximity to major centers of
employment supports the notion of relatively long commutes to get to work or look for a job.
. ..... .... .................... .  :: .:K ...... :--:: ::   .... .....
The median travel time to work for persons who reside in the corridor is approximately 24
minutes (MPO, 1997). At Pequot the majority of the respondents (38%) view a commute of 1-/2
hours not "worth" the job.
The Long Commute Mise Opporties:
Pequot Highlands Pequt hW*VWS
Oth r ND Answ r 10 itsw 
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Travel in both the suburbs and inner city can be difficult, timely and costly regardless of level of
transit service. The perception of what makes good transportation is skewed. Many think that
"(good" transportation is defined by the number of transit lines and modes, but this is not the
case. Worcester has over 20 bus routes them appear to reach every end of the town, but the
current routes do not always meet the needs of its riders. Since mass transportation and transit in
general was designed around the single 9 to 5 commute, those with irregular work shifts and/or
who have to trip chain are forced to cope with a system that does not always agree with their
travel patterns. Both the suburban and urban poor are limited by transit. Ultimately it effects
their access and mobility and acts as a persuasive voice in deciding whether or not to take a job
(or where to look for one).
......... . .............. - ----- --------------- ........ ...... ......... . - 1 ........................  11 - - -
Participants in a transit rich area, Worcester, MA, also experienced some difficulties with
transportation and mobility. A majority of the residents at Plumley Village experienced some
degree of transit related opportunity loss. Despite a transit system that has over 20 bus routes,
residents in Worcester and in other urban communities experience deficiencies within transit
systems. The majority of people (58%) taking the survey at Plumely Village did not own a
personal automobile and only 33% had access to a car for getting to work. Regardless of
proximity to transit services or the quantity (number of routes or modes) of transit, the transit
dependent will experience some form of isolation or immobility.
ChapO
The Reality of Spatial Mismatch
and Welfare to Work
When faced with stringent work requirements, some families will likely seek and maintain
employment on their own. Others will be ready to work but unable to find jobs at their
current skill level. These families may need extra training, education or work experience
in order to compete in an increasingly competitive labor market. Still other will need
substantial assistance to make the transition from welfare to work.56
Chanter Overview
I* In Conclusion
56 ibid. p. 5
In ConclusionThis report has explored the issue of access to employment amongst lower income
people and the role of transportation. It has outlined the criteria suggesting the
existence of a spatial mismatch between lower income people and access to
employment. In summary this report has exposed transportation as a true barrier to employment.
As said earlier, most research on transportation and access employment deals with the physical
system its' self and location based mismatch. However, this research report offers a new analysis
of the transit and employment debate. The views of the people most affected by transit
inequalities and insufficiencies were taken into strong consideration when writing this report. It
is these views, many taken from survey results and actual conversations, that has allowed me to
expose the true nature of the transit problems affecting lower income people and welfare
recipients as they seek to enter the labor force.
Welfare reform will not succeed without adequate means to move people from jobs and to
support services like daycare. As caseloads decrease, the population that remains face significant
challenges to finding work and finding work place success or sustainability.
While employment is common among welfare recipients who face most potential
barriers to employment, continuous employment is not. Only eleven percent of
recipients reporting a serious barrier to employment who worked, reported being
employed for a full year, compared to 27 percent of those who did not report such
a barrier. 57
Today learning of new job openings and finding a way to make the lengthy (and often costly) trip
to get to the job presents a seemingly insurmountable barrier between lower income people in the
inner-cities who are eager to find work and employers in the suburbs who are eager to find low
skilled workers. The fact that many "self-sufficiency" programs provide their own transportation
services, which results in a duplication of efforts, is testimony to the inefficiency of the
transportation system. The current welfare legislation will effect the lives (positively and
negatively) of all low-income people across the country. The work first mentality embedded in
the legislation has neglected to acknowledge what it actually means to get a job or go to work. It
is more than an assembly line type act where people (drones) follow step by step procedures to
create a product (a job). The assembly line ideology does not work for people looking (by
"force") for employment - many will use social and personal contact while others rely on
newspapers and reports. Once a person finds a job there are still additional barriers to overcome
in order to sustain the employment and work towards self-sufficiency.
Social isolation and spatial mismatch contribute to unemployment and cycle of urban poverty.
Contrary to popular beliefs, many welfare recipients leave welfare for work, but they face a broad
range of issues preventing their success in the labor market. Mismatch may be responsible for
lowering the wages of workers in central city due to extra commuting costs. I fully understand
that transportation is not solely responsible for disproportionate unemployment rates in lower
income areas, but none the less it is an additional barrier58 that people must face when seeking
and sustaining employment. A complete re-engineering of the transportation system is not the
answer nor is it feasible considering the cost that would be associated with such a project. Many
may also make arguments for giving welfare recipients personal automobiles to lessen the strain
of getting to employment, but this also not a solution. Owning and operating an automobile
costs59 a great deal. Many of the costs added up can represent a large portion of a lower-income
or welfare recipients income. I believe certain aspects of the transportation system can be
constructed or ran in a more efficient matter to meet the needs of all people. Transit system
needs to be more efficient, safe, affordable and competitive. With the devolution of welfare
reform, the states are facing the responsibility of getting people off of welfare and into work.
Helping welfare recipients achieve self-respect, self-reliance, self-worth and/or autonomy will
remain a daunting task if transportation is continued to be overlooked. The real challenge for
most welfare recipients is not getting a job, but it is keeping a job for a long period of time. Lack
of child care, health care, and transportation are all challenges making it touch for recipients to
"7 Olson, Krista and Pavetti, LaDonna "Personal and Family Changes to the Successful Transition from Welfare to
Work" The Urban Institute May 17, 1996
- For the purpose of this thesis barriers to work include: 1. Personal and family problems, 2. Physical and mental
health conditions, 3. Child health conditions, 4. Chemical dependency, 5. Family violence, 6. Housing instability, 7.
Access to employment (transportation), 8. Low basic skills or learning disabilities. I will discuss these barriers later
in the paper.
59 See Appendix Cost of Owning and Operating an Automobile
stay in the labor market. Transportation is a means not an end. Today jobs seem to be moving
faster than the transit systems and the gap between the poor and access to employment is
widening; will they ever catch up?
The suburbs are where many of the jobs are, so special provisions will be needed to transport
people from the central cities to these locations. Spatial displacement is a barrier to work - and
one that will become increasing visible as the current trends of suburbanization continues. The
problem of job accessibility of lower income people should not only be looked at on the local
scale because it is of national significance and will become more prevalent if the current
development process continues. The decentralization of employment and the spatial
restructuring of the metropolitan economy have produced adverse effects on the lower income. It
has left an entire population, the transit dependent, isolated and with reduced opportunity of
overcoming the constrains of economic inequality. For this population it seems that they are
constantly waiting for a bus to lift them out of poverty in to a world of self-sufficiency and
economic stability. How long will they have to continue to wait for the bus?
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APPENDIX A.
CHILD CARE: COSTS ARE UNAFFORDABLE FOR MANY LOW-INCOME FAMILIES
About half of families with young children earn less than $35,000 per year". A family with both parents working
full-time at minimum wage earns only approximately $21,400 per year.
Childcare is a major household expense for working families. In 1996 a full-day (usually from 8am-5pm) childcare
cost anywhere between $4,000 and $10,000 per year61 . For example, the average childcare costs for one 3-year-old
(care for babies and toddlers tend to be greater) in Boston is approximately $8,84062.
Childcare Costs Across America
Boston, MA $8,840 Durham, NC $4,630
Boulder, CO $6,240 Oakland, CA $6,500
Dallas, TX $4,210 Minneapolis, MN $6,030
Percentage of Low-income
Familiesb
Type of Child
Care Percentage of Two Employed Employed
Arrangement All Familiesh All Parents Single Mother
Parent 45 48 40 17
Relative 16 22 27 30
Center 20 15 12 27
Family Child 12 8 11 21
Care
In-Home and 6 8 10 5
Other
a Percentages are weighted to reflect the U.S. population. Low-income families are defined as those with annual
incomes below $15,000 per year. Families include both employed and non-employed mothers.
b Percentages may not total 100% due to rounding.
Source: Kisker, Ellen E. and Ross, Christine M. "Arranging Child Care" 1997
6 U.S. Bureau of the Census 1997). Current Population Reports, P60-197, Money and Income in the United States:
1996. Washington, DC: U.S. Government Printing Office.
61 Data on child care expenses from ChildCare Information Exchange, July 1996.
62 ChildCare Information Exchange. (1996, July)
APPENDIX B.
Welfare Facts and Statistics
62.8 percent of companies do not hire welfare applicants or do not have a well-defined program
because of lack of information. (According to the American Management Association survey).
1.2 million is the number, that the welfare rolls have dropped from August 22, 1996 (the date the
welfare law was signed) to April 1997. (According to the U.S. Department of Health & Human
Services Administration for Children and Families; April 1997).
46 states, out of 50, have seen their caseload of welfare recipients decline in the last four years.
Thirty states dropped by more than 25 percent. (According to the U.S. Department of Health &
Human Services Administration for Children and Families; April 1997).
117,340 AFDCITANF welfare recipients that the state of Wisconsin has moved off public
assistance in the past four years -the best performance in the country. (According to the U.S.
Department of Health & Human Services Administration for Children and Families; April 1997).
94 percent of welfare recipients do not have automobiles. (President Clinton at the National
Governor's Conference in Las Vegas.)
APPENDIX C.
Profle of Public Transit Passengers
By The American Public Transit Association 1995
* The majority of riders are female.
* 30.8 percent are black;
e 17.9 percent are Hispanic;
* 6.9 percent are senior citizen;
* 10.3 percent are age 18 or under;
* 1.2 percent are people with disabilities (this increases to 2.5 percent excluding New York);
e 27.5 percent have annual family incomes below $15,000 (38.2 percent excluding New York);
e Work trips comprise 54.4 percent of all transit trips while medical and school trips account
comprise 5.5 and 14.6 percent respectively, and;
e Over 16 million work trips are taken by transit passengers on an average workday.
The national transit ridership profile (1995), using current and projected Census Information,
produced three main patterns:
1. Public transit disproportionately serves low-income workers and minorities.
2. Transit performs a critical economic function in the journey-to-work.
3. The trend of increasing public transportation usage is expected to continue to the 2 1't century.
Gender of Transit Riders:
National transit statistics in Gender of Riders by Population Group
1995 revealed that 48.1
percent of all passengers are
male and 51.9 percent are
female. *Fak
Ridership by Ethnicity/Race 3 Mai
In places with population of 1
million or more, 48.7 percent
of the riders are Black or
Hispanic. Transit systems Ur 50,00- 200,000- 500,000- 1 rron Monai
operating in areas below 50,00 2000 5000 Mi, ard rxe Average
50,000 population report that Populaton of Urbanzd Ara
only 6.2 percent of riders arercion Ti
Black and 9 percent are Hispanic. Nationally, 45.1 percent of riders are white, 30.8 percent are
Black and 17.9 percent are Hispanic.
Transit and Income
27.5 percent of transit riders have an annual family income below $15,000.
In places below 1 million population, more than half of transit passengers report family incomes
below $15,000 per year.
In areas below 50,000 population, over 61 percent of transit riders have annual family income
below $15,000.
APPENDIX D
Buses: Worcester Regional Transit Authority
(Times based on WRTA 1998 Bus Schedules)
Bus #24 Weekdays Saturday Sunday
Starts running 4:58 am 6:28 am 11:50 am
Stops running 9:00 pm 9:00 pm 6:00 pm
- Start location:
- Stop times reflect last bus leaving from City Hall
Bus # 30N* Weekdays Saturday Sunday
Starts running 5:20 am 6:50 am 12:00 noon
Stops running 6:56 pm No service No service
- Start Times reflect a start at: City Hall
- Stop Times reflect last bus leaving from Industrial Park Stop
Bus # 19N Weekdays Saturday Sunday
Starts running 5:50 am 7:00 am 12:00 noon
Stops running 9:40 pm 9:40 pm 6:41 pm
- Start location: City Hall
-Stop times reflect last bus leaving from E.Moutain/Burncoat stop
Bus # 6N Weekdays Saturday Sunday
Starts running 6:40 am 8:40 am No service
Stops running 6:20 pm 6:20 pm No service
- Start location: City Hall
-Stop times reflect last bus leaving from Salisbury/Park stop
Bus #32 Weekdays Saturday Sunday
Starts running 5:45 am 8:45 am No service
Stops running 5:45 pm 4:20 pm No service
- Start location: Waldo St. & Foster St.
- Stop times reflect last bus leaving from Holden Center
Miles of Daily Travel: 1990
Passenger-miles per day
White men
(aged 16-64)
In rural areas
White men
(aged 16-64)
in urban areas
Men on avg., white
women (aged 16-64)
in urban areas, and
suburban residents
NATIONAL
AVERAGE
Women on
average
Central-city
residents
H
Per person in households
with income over
$10,000; persons aged
40-49
Drivers
Black men (aged 16-
64) in rural areas;
Hispanic men (aged
16-64) in urban areas;
and rural residents
Black men (aged 16-
64) in urban areas
Black women
(aged 16-64)
in urban areas
Per person in
household with
income under
$10,000; persons
aged 5-15
Non Drivers
Hispanic women (aged
16-64) in urban areas
Persons aged
over 65
Passenger-miles per day
APPENDIX E
APPENDIX F
Cost of Owning and Operating an Automobile
Cost of Owning and Operating an Automobile I
1975 4.8 26.3 1.0 U.7 W41 1,15b 1,z531 18.3
1980 5.9 21.0 1.1 0.6 762 2,033 2,795 28.0
1985 5.6 21.6 1.2 0.7 742 1,840 2,582 25.8
1990 5.4 13.7 2.1 0.9 840 3,092 3,932 39.3
1991 6.6 14.7 2.2 0.9 970 3,535 4,505 45.1
1992 5.9 12.4 2.2 0.9 900 3,843 4,743 47.4
1993 5.9 12.6 2.4 0.9 920 3,785 4,705 47.0
1994 5.6 11.6 2.5 1.0 910 3,924 4,834 48.3
1995 5.8 11.5 2.6 1.2 960 4,102 5,062 50.6
1996 5.6 10.6 2.8 1.2 960 4,300 5,260 52.6
A Based on 10,000 miles per year
B Fixed and total operating costs preceding 1985 are not comparable with figures after 1985. Fixed cost
depreciation from 1975-1984 is based on receipt of average trade-in value after four years. After 1984,
the depreciation is based on receipt of average trade-in value after six years
Source: American Automobile Association (AAA), You Driving Costs, annual issues.
APPENDIX G
North Shore Corridor:
Major Centers of Employment
1 0 1 2 Miles
Swampscott
Middleton
Marblehead
Peabody
Lynnfield
Lynn
Danvers
Beverly
Salem
N
Major Centers
of Employment
There are three major employment centers
in the North Shore Corridor:
* GE Plant and Surrounding area in Lynn (13,000 employees)
* Golden Triangle and points East in Peabody (13,500 employee)
* Routes I & 114 area in Danvers (15,000 employees)
AMap Created by: Shawn Escofery 1998
LIZ
APPENDIX H
CONSENT FORM
Survey Group on Transportation to Work &Ior Job Searches for
Lower Income People in the Greater Boston Area
Objective:
As a part of ongoing research on transportation issues in job accessibility of low-income people, I am conducting this
survey. This research will analyze the effectiveness of Boston's transportation system as it relates to the needs of
lower-income people. The costs and times associated with getting to a job in the suburbs from a lower income
community where the transit system may not cater to the needs of the people, can be overwhelming. As the
suburbanization of jobs continues transit systems will have to adapt to keep up. Ultimately I hope to enlighten transit
officials with my data in an effort to implement changes in the systems so it will be easier and more feasible for the
people of lower income communities to get to work.
The survey, which specifically examines issues related to transportation needs and employment concerns, will take
about 1 hour to complete. It will be conducted in an informal format and I will be present to answer any question or
concerns regarding the survey.
For participating in this survey you will receive a payment of $10 dollars in CASH. You will receive this
reward whether or not you complete the full questionnaire.
Survey Instructions:
Please fill out all of the questions that apply to you. Make sure that you fill any circles in clearly and please write
legibly. You are not required to answer every question and you me leave at any time you feel. Your participation in
this survey is completely voluntary and you may decline further participation at any time.
Please take your time and read the survey carefully. If you have any problems or concerns with the survey please
raise your hand and I will answer your questions. When you are finished with the survey please place it in the survey
response box on your way out. Before you begin the survey please take time out and fill in the section below. I will
add my signature to the form on your completion of the survey.
I have been informed that any information obtained in this study that can be identified with me will remain
confidential. The consent form will be separated from the questionnaire and kept in a separate location.
Date
Signature of the Respondent Signature of the Interviewer
Shawn Escoffery
Print Name of the Respondent Print Name of the Interviewer
Questions on Transportation to Work &/or Job Searches for
Lower Income People in the Greater Boston Area
SECTION A: PROFILE
1. Age
2. Address
(optional)
3. Gender 0 Male 0 Female
4. Ethnic 0 Black 0 White 0 Hispanic 0 Other
Background (African/Caribbean
American)
o Asian or Pacific 0 Eskimo 0 Native
Islander American Indian
5. Marital Status 0 Married 0 Widowed 0 Divorced
o Separated 0 Never been married
6. Number of 00 02 04 O Other
Children
01 03 05
Age of Childrn O N/A
7. Language 0 English 0 Spanish 0 Other
spoken at home
8. Do you 0 rent or 0 own your house or apartment?
9. What is your highest
level of educational
attainment?
O No school
completed
0 Kindergarten
0 1-4* grade
0 5"-8* grade
0 High School
Graduate.
0 Some college, no
degree
0 Associate degree
0 Bachelors degree
or higher
Questions on Transportation to Work &/or Job Searches for Lower Income
People in the Greater Boston Area
SECTION B: EMPLOYMENT STATUS
B 1. Are you currently employed? 0 yes / 0 no (if y
B1-a. Who is your employer?
B1-b. How long have you been employed at your current job?
B 1-c. What is your title or position?
es go to B1-, if no go to Section C)
B2. How did you find your current job?
0 Newspaper 0 Flyer 0 Through a friend who works there
0 Other (specify)
B3. How many jobs have you held
00-2 03-4
B4. What is your current salary?
Hourly salary $
Weekly salary $
Monthly salary $
Annual salary $
in the past 3 years?
0 5-6 0 Other (specify)
SECTION C: MOBILITY
C1. What is the most common form of transportation you use?
0 Bus 0 Train 0 Walk 0 Car 0 Bicycle
0 Other (specify)
C2. Do you own a car? O yes / O no
C2-1 How often do you use it? 0
0
0
0
C2-2 What do you use your car for?
- if yes go to C2-1, if no go to C3
Once a day
Twice a day
Once a week
Other (specify) (fill in one)
(i.e. travel to work, daycare, shopping, etc.)
specify
C2-3 What type of car is it?
(Answer all that apply)
(specify make/model/yr.)
C2-4 Approximately how many miles does it have on it?
C2-5 On a scale of 1 to 5 how would you rate your car? (circle one)
Bad condition OK condition Good
condition
C2-6 Has your car ever broken down or failed to start anytime in
months? O yes / O no (-ifyesgotoC2-6.1)
C2-6.1 How often?
the past three
C2-7 Is your car insured? 0 yes / 0 no (- if yes, go to C2-7.1)
C2-7.1 How much does insurance cost per year?
C3. Do you have access to a car for the purpose of performing daily tasks or getting to work?
O yes / Ono
C4. How many people In your household have access to the car?
C4-1 Is the car available when you need it? 0 yes / 0 no
C5. What mode of transportation do you most commonly use to get to health care?
o Bus 0 Train 0 Walk 0 Car 0 Bicycle
o Other (specify)
SECTION D: TRAVEL TO WORK
D1. How do you get to work?
o Personal automobile 0 Car/van pool 0 Public Transportation* 0 Walk
o Bicycle 0 Other (specify)*
* Follow-up questions in Section D * Specify if you use a combination of any of these modes of transportation
D2. Do you use a car to get to work or to look for work? 0 yes / 0 no
D2-1 If you are late for work or can't get to work because of car trouble, what will
happen to you? (Will your pay be docked? etc.)
(please elaborate)
0 yes /D2-2 If the car is in an accident or "dies", will you still be able to get to work?
O no
D2-2.1 How?
D2-2.2 Will you be able to keep your job? 0 yes / 0 no
D3. How many miles do you travel to work each day?
O Less than 5 miles 0 5 - 10 miles 0 10-20 miles
D4. How much do you pay in gas, tolls, parking, and/or
maintenance?
o 20 + miles 0 Other_
Per day $
Weekly $
Monthly $
D5. Do you ride public transportation to get to work or look for work? 0 yes / 0 no -ifyes go to D5-1
D5-1 Check which of the following you use? : [X]
D6. When using public transportation how often do you have to change (for example, from one bus route to another
or from bus to train)?
D7. How long of a walk is it between the nearest Bus or T stop and your house?
O less than 5 minute walk
o 5-10 minute walk
O 10 - 15 minute walk
O 15 -25 minute walk
O 30 + minute walk
O Other (specify)
(please fill in one)
D8. How long a walk is it between the nearest Bus or T stop and your job?
0 less than 5 minute walk
0 5-10 minute walk
o 10 - 15 minute walk
o 15 -25 minute walk
o 30 + minute walk
O Other (specify)
(please fill in one)
D9. Do you ever feel unsafe walking to or from the Bus or T stop? 0 yes /0 no - ifyes, then D9-1
D9-1 Why? (Please explain)
D10. From the time you leave your home how long does it usually take you to get to work?
0 Less than 20 minutes
O 30 minutes
0 45 minutes
0 1 hour and 30 minutes
0 2hours+
O0 Other (specify)
(Please fill in one)
D11. Do you have work hours?
(fill in one)
D11.1 What are your work hours?
When must you arrive? When do you leave?
D12. Do the buses or trains you ride run as late or begin as early as you need them to?
O yes / Ono
D13. Have you ever been late or been unable to get to work at all because the buses or trains were delayed or not
running?(O yes / 0 no) - if yes then D14-1
D13-1 How often does this happen?
O Once a week
o Twice a week
o Three to four times a month
o Other (explain)
(Please fill in one)
D14. Have you ever had to take a taxi to get to work? O yes / O no - if yes then D14-
D14-1 How often (per week or per month)?
D14-2 Approximately how much is the fare'
D15. Would you be able to work more hours or shifts, or accept more overtime if the buses or trains ran later or
started earlier? (0 yes / 0 no / 0 not sure) (fill in one)
D16. Do you have a T-Pass for the bus or train? 0 yes / 0 no
D16-1 How much does it cost per month?
D16-2 How much is the total roundtrip fare (for all buses and trains you ride) to get to
and from work on public transportation?
SECTION E: TRAVEL to CHILD CARE to WORK
El. Do you have children that you must take to &/or pick from childcare?
O yes / O no (fill In one) - If yes, El-1
El-1 How close Is the childcare center from your home?
less than 10 minute walk/bus/train/car ride
10-20 minute walk/bus/train/car ride
20-30 minute walk/bus/train/car ride
30-40 + minute walk/bus/train/car ride
Other (specify)
(please check one box)
E1-2 From your work?
less than 10 minute walk/bus/train/car ride
10-20 minute walk/bus/train/car ride
20-30 minute walk/bus/train/car ride
30-40 + minute walk/bus/train/car ride
Other (specify)
(please check one box)
E2. If you travel by public transportation, do you have to change to an extra bus or train to get your child(ren) to day
care? (0 yes / 0 no)
E3. What routes do you use to get from home to childcare to work?
E4. What routes do you use when you don't have to go to childcare?
E5. Do you have to pay more in bus or train fares to bring your child(ren) to day care?
Oyes / Ono
E5-1 How much? ($)
E6. When is the earliest time you can drop your child(ren) off at day care?
E7. When is the latest time you can pick up your child(ren)?
E8. When is the latest you can drop your child(ren) off at day care and still get to work on time?
E9. When is the earliest you can get out of work to pick her/him/them up at the end of the day?
E10. If you travel by public transportation, do the buses or trains run early enough for you to get your child(ren) to
day care and still be on time for work? Oyes / 0 no
E11. If your child gets sick, or in some other emergency, are you able to get to the day care center fast enough? 0
yes / O no
E12. If you use public transportation, do you have to wait long for buses or trains in the middle
of the day?
E13. What form of childcare, if any, do you use?
E14. Do you have children that are in school? 0 yes / 0 no - if yes, El 4-1
E14-1 How far is your child's school from your place of residence?
E14-2 Do you have to take your child/children to school? 0 yes / 0 no
E14-2.1 How do you go about getting them to school? (explain)
E14-2.2 Do they walk or take public transportation or a school bus?
0 Public transportation 0 Walk 0 School bus 0 Other
SECTION F: JOB SEARCH RESTRICTIONS
F1. What is a good job (type of work, money)?
F2. Where do you have to go to get this kind of job (what neighborhoods, cities, and towns)?
o Daycare center
o After school program
o Friends or family
o Other (specify)
F3. How far are you willing to travel in search of a new job? Fill in all that apply
o 10 -15 miles 0 40 -60 milesO 20 - 30 miles 0 Other (how far)
F3-1 What areas (neighborhoods, cities, and towns) will you look in?
F3-2 Would you take a job that you can't get to by public transportation? 0 yes / 0 no
F4. How far will you travel to get to a job? (Check all that apply)
o 10 -25 miles
o 30 -45 miles
o 50 -80 miles
o Other (how far)
F5. How long does the commute have to be before the job is no longer worth it?
(Check all which apply)
o 10 minutes
o 25 minutes
o 40 -60 minutes
o 1 and half hours (90 min.) +
o Other (how long)
F6. Are there jobs you haven't been able to accept or haven't bothered to apply for because they were too
far away or weren't on a bus or train line? 0 yes / 0 no
F7. Are there jobs you haven't been able to accept or haven't bothered to apply for because the
buses or trains don't serve the job area when you'd need them to? 0 yes / 0 no
F8. The last time you looked for work, what areas did you look in?
F9. Where will you look next time?_
F10. Last time you looked for work, did you go to any job training or job placement centers?
0 yes / O no
F10-1 If yes, where are they?
F1 1. Do you see many job opportunities in your neighborhood? (Circle one)
I Scale ofjob opportunities in the neighborhood
Few Moderate
Many
F 11-1 Have you ever considered moving to a new area in order to live closer to better jobs?
O yes / Ono
F12. What situation would you consider moving to be closer to a new job?
(Some people have listed the following things that they said would have to be the case before
they would move: Wage/pay of new job? Public transit to the new area? Day care in the new
area? Friends or family in the new area?) (Explain)
F13. Have changes in the welfare program changed how or where you look for work?
0 yes / O no
F13-1 Have the changes made it harder or easier for you to find a good job? (Explain)
SECTION G: THE EFFECTS OF WELFARE REFORM
Gi. Do you receive any type of public assistance? 0 yes / O no (if yes, go to A8-1, ifno, go to A9)
G1-1. What type of assistance do you receive? (fill in all that apply)
0 Welfare/ TANF 0 Section 8 certificate 0 Social Security 0 Medicare/Medicaid
O Other (specify)
G1-2. Approximately how much ($) do you receive in public assistance?
G2. Currently what is your approximate yearly income? ($)
G3. Has welfare reform legislation effected you in any way? 0 yes / 0 no
G3-l.How?
Housing Situation
(for example relocating to be closer to job opportunities)
Transportation Needs
(for example buying a car or make more use of public
transportation)
Human Services
(for example arranging childcare, etc.)
(please explain all that apply to you)
G4. How would you support yourself and family without public assistance?
You are now finished with the survey, please drop the survey in the survey response box on
your way out.
APPENDIX I
SHAWN P. ESCOFFERY
May 22, 1998
Pequot Highlands
Salem, MA
Dear Ms. Bernstein:
My name is Shawn Escoffery and I am currently a candidate for the Masters degree in City Planning with
an emphasis in housing, community, and economic development at the Massachusetts Institute of
Technology. I am writing this letter to request your support in my efforts to conduct thesis research on
job accessibility of lower-income people and the role transportation plays in getting people to
employment opportunities.
I would like to conduct a small survey (approximately 15 to 20 people) at Pequot Highlands. The survey,
which examines issues related to transportation needs and employment concerns, will take about 1 hour
to complete. I will pay residents $10 each (checks will be mailed out within two weeks) for their time
and I will also provide refreshments. If possible, I would also like to use one of your community spaces
to conduct the random survey of lower income residents. Pequot Highlands is a prime site to conduct my
research because of its geographic location, access to public transportation and demographic make-up.
I am including in this letter a full description of my research project and a sample of the survey I hope to
administer. I hope you can support me in my quest to fulfill requirements for a Masters degree and aid my
desire to increasingly important issues affecting low-income people. Please feel free to contact at (617) 354-
6726 if you have any concerns or questions. Thank you for your time and consideration.
Sincerely,
Shawn P Escoffery
Candidate for Masters in City Planning
Department of Urban Studies and Planning
Massachusetts Institute of Technology
440 MASSACHUSETTS AVE. APT. 1 * CAMBRIDGE, MA e 02139
PHONE: (617) 354-6726 * FAX: (617) 354-6726 * EMAIL: DREDS@MIT.EDU
APPENDIX J
The Survey Flyer
OsE US, SF yIllI TIME
THE SUR VEY WILL TAKE PLACE
APRM 21AT: 6PM THE *
COMM"UNITYROOM m
MIT Phmv V
~I De artment of Urban Studies
Researcher Shawn Escoffery
I'm looking for 20 people to participate
in a survey on Job Accessibility and
Transportation Issues. The survey will
take approximately 1 hour to complete
and you will be paid 1.00 CASH for
your participation. If you are interested
please contact the management office.
